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Ohio and Mississippi Railroad. 

ESTIMATE OF VALUE OF STOCK. BY E. D, MANSFIELD. 
Office Ohio and Miss. R. R. Co., 

Cincinnati, O., March 26th, 1852. 

ip the body of my report, 


E. D. Mansrie.p, Esa., 
Dear Sir: I have stated 
that the estimates therein Rescued are fully sus- 
tained by the statistical tables which Ft had the 
kindness to — at my request. If consistent 
with your other engagements, will you please fur- 
nish me with your views on this subject, giving to 
it as full an examination as your leisure will per- 
mit? 
Yours, very respectfully, 
O. M. Mircaet, 
Engineer in charge Ohio and Miss. R. R. 


Cincinnati, March 31, 1852. 
Proressor MitcHeL, 

Sir: In answer to your note of the 26th inst., I 
shall ry: as concisely as the nature of the sub- 
ject will permit. It is an important problem. It 
involves the interests of numerous stockholders, and 
of an extended country. It involves not merely a 
general estimate of railroad property, but of the 
peculiar value of such property, in a region of an- 
surpassed resources, and in states just emerging 
from infancy to unprecedented prosperity. 

The United States now affords a large railroad 
experience ; the lines are some of them jonger than 
the length of renowned empires; their aggregate is 


s\alized on the Atlantic slope. 
*|the conclusions of reason from irrefutable facts. 


3 have developed in the following propositions : 


nearly half the circumference of the globe; and 
their capital exceeds that of all the banks of the 
nation. This experience is not only large, but val- 
uable. It is the correct basis of reasOnimg on this 
subject; but in extending this reasonidg- 
vallay of the Mississippi, where as yet b 
this experience exists, we must recolleg 
problem of profits is at once modified by 
extent and its enormous resources. In what por- 
tion of the earth is there any real analogy tu those 
various and fertile plains, which descend from the 
Appalachian and the Rocky Mountains, on either 
side, to the mighty stream of the Mississippi? A 
country like this has no analogies. We must 
therefore take the experience of railroads in the 
United States generally; but in its application to 
the “Ohio and Mississippi Railroad,” modify our 
reasoning by the greater extent, the greater re- 
sources, and the different conformation of this 
country. This investigation will, of course, lead 
us to the idea of greater profits than have been re- 
But the results are 






This course of reasoning, and its conclusions, I 


1, Long railroads are more profitable than short 
ones. In proof of this, the roads which have made 
the greatest dividends, or have the largest net pro- 
ceeds, are those which are either long roads them- 
selves or links of along road. Take, as examples, 
any part of the line from New York to Portland, 
Me., from New York to Buffalo, from New York 
to Dunkirk, from Baltimore to Cumberland, and 
from CincinnatitoCleveland. These are the long- 
est lines in America, and are far more profitable 
than any others, That this may be made clear, I 
give the following table of long lines, or parts of 
\lines, for the year 1851. It must be observed, that 
\the Erie line was only completed last year, and is 
‘hardly yet in full operation, and that the Baltimore 





\line is only completed to a small town in the moun- 
|tains, 


Length. Profits. 
Road. miles. Capital. per ct. 
Buffalo and Albany...... 329 $14,300,000 11 
New York and Erie..... 464 23,000,000 7 
New York to Boston, b 
Hartford .............242 16,572,000 8 
Boston to Troy......+..- 200 16,775,000 7 
Baltimore to Cumberland.177 8,771,619 7k 
Cincinnati to Cleveland, 
by Columbus.. .... ....254 6,452,073 12 
Georgia Central ........ 192 4,000,000 8 
Georgia (Augusta)......2I1 4,000,000 8 
Seven long lines. ......2,069 94,070,692 
Averages ......++. eee 295 13,434,083 8 
It then appears that the longest lines of railroads 
in the United States have in their infancy paid a 
net profit of eight per cent. and two of them have 
exceeded ten per cent! No such results as these 





a 
in the world, and none such can be obtained in any 
country which does not admit of very long lines, 
connecting regions of different resources, and unit- 
ing great marts of trade. We see here a very ex- 
traordinary fact, that after averaging all the results 


{of good and bad management, of extravagant and 


economical construction, of great varieties of geo- 
logical confgrmations, on the Atlantic coast, and in 
the Mississippi valley, in free and slave states, af- 
ter averaging all these, an expenditure of nearly 
one hundred millions of dollars (expended mostly 
by persons without experience,) is now paying a 
net profit of eight per cent, while the capital of Ea- 
rope does not pay four! 

The Ohio and Mississippi railroad will have all 
the advantages of either of these roads, and far 
more, as I shall proceed to prove. One collateral 
observation, however, should not be omitted. The 
Ohio and Mississippi is not only a long line in it- 
selt, but will be a link ina line the extent of which 
neither has, nor can have, any equal upon earth. 
Supposing (which is impossible) that it will never 
be carried west beyond St. Louis, it will neverthe- 
less be part of one continuous straight line, moving 
northeastwardly from St. Louis to Halifax, a line 
of more than 2,000 miles in length, every mile of 
which is connected with every other mile, and the 
material part of which is that it moves through all 
the great cities of America, and if continued to the 
Pacific, will run through the great cities of the Pa- 
cific coast! What effect the vast extent and vast 
traffic of such a highway may have on any one 
part of it, we have no experience, but all analogy 
leads us to the logical conclusion, that the greater 
the traffic on the whole line, the greater it will be 
on any one mile of it. If this be true, as we have 
no doubt st is, most magnificent indeed will be the 
amount, and the profits of business which must in- 
evitably accrue on this central link of the whole 
between Cincinnati and St. Louis. But lam well 
aware that there are various circumstances and 
contingencies of importance, which either increase 
or diminish the value of railroad stock. The most 
material of these are, the relative cost of constrac- 
tion, the degree of competition to which they are 
subjected, the amount of freight, as compared with 
passengers, which they receive, and finally; the 
points of commerce which they connect. Each of 
these I shall consider separately. 

_ 2. The relative cost of construction is altogether 
in favor of railroads made in the Mississippi val- 
ley, as compared with those already made on the 
Atlantic slope, or hereafter to be made on the Pa- 
cific. The reasons are to be found chiefly in the 
different geological conformations of those different 
districts. But in reference to the Ohio and Missis- 
sippi railroad, as compared with either of the works * 
in the preceding table, we have a precise sta 

for we know what the relative cost will be. The 
sum agreed to give the contractors for everything, 
ineluding the stock of the road, is nine millions, ° 








have been obtained on any other public highways 


We may safely assume ten millions as the ultimate 











ate 


AMERICAN RAILROAD JOURNAL. 











cost of the road, and 330 miles as its length. Let 
us now compare this cost with that of the several! 
long lines enumerated above. 


‘Length. 

Miles. Cost per mile. 
issippi.330° $10,000,000 = $30,000 
tbany..329 14,300,000 43,770 
Erie..464 23,000,000 50,000 

Os- 





HOD .000 cece cece. 242 
Boston and Troy....200 
Bahtimore and Cam- 

beriand...........177 
Cincinnati to Cleve- 

BE sus seve s0 »» 204 
Georgia Central..... 192 4,000,000 21,000,000 
Georgia (Augusta)...211 4,000,000 18,000,000 

The average cost of al! the Jong lines enumerat- 
ed above, now finished, is $45,000 per mile, while 
the average of the Ohio and Mississippi will be 
$30,000, or two-thirds that. Let us now compare 
it with the continuous line from Boston to Buffalo. 
That line is 529 miles long, and cost thirty-one 
millions.of dollars, or a bare fraction under sixty 
thousand dollars per mile, or just double that of the 
Ohio and Mississippi. This line returns to its 
stockholders the enormous amount of two millions 
seven hundred and fifty thousand dollars net pro- 
fits, paid-in cash. Now if we suppose the Onio 
and Mississippi to have just one half the business 
of the Boston and Buffalo line, it will yield the 
same proportion (9 per cent) of netrevenue. But 
there are strong reasons to believe that it will have 
as much, and a great deal more business than the 
Boston and Buffalo line; for 

3. The Ohio and Missiasippi railroad will have 
far. less competition than any line enumerated 
above. All the long lines we have enumerated 
(except the Georgia railroads, where the popula- 
tion is quite sparse) have great competition. Let 
us see; from New York to Boston there are four 

reat travelled routes, competing with the New 

faven and Hartlord railroad lines. ‘There is the 
Fall river line of splendid steamboats, there is the 
Stonington and Providence line, the Norwich line, 
and the steamboat line to Hartford; and each ol 
these carry large numbersof passengers. Next, on 
the Boston and Buffalo route, the rie canal, with 
its immense commerce, the Northern railroad to 
Ogdensburg, and the New York and Erie railroad 
from. New York, All were in competition ast 
year, and yet the Boston and Buiifalo line yielded 
neatly 9 percent! If we turn now tothe Ohio and 
Mississippi railroad, we find there is no competi- 
tor but the Ohio river. For, supposing that every 
railroad lying north of the line of the Ohio and 
Mississippi railroad, which has even been thought 
of,.shall be really completed, not one of them can 
enter into competition with that, as a line between 
St.Louis and Ciaocinnati, for they must necessari- 
ly all of them be comparatively roundabout as a 
connection between these cities; and it must be 
again remarked, that the only great artery of com- 
munication in any country is that which passes 
through its great cities. Commerce does not ad- 
mit of any other alternative. It has its great marts, 
and to them all traffic tends. On the score of com- 
petition. then, the Ohio and Mississippi railroad 
will have great advantages over either of the great 
-eastern routes. 

4. The next consideration is the proportion of 
freight to be carried. The following table shows 
the proportion which exists between the receipts 
from ‘tonnage and from p‘issengers, on some of the 
main lines, viz.: 


16,572,000 70,000 
16,775,000 83,887,500 


8,771,619 50,000,000 
6,472,073 25,000,000 


Roads. Passengers. Tonnage. 
Albany and Buffalo...........19 to 6 
New York and Boston.........10 to 7 
New York and Erie...........10 to 10 
Baltimore and Ohio........... 3 to 6 


The vast discrepancy between the receipts from 
passengers as compared with freight, between the 
Buffalo and Baltimore lines is most striking. The 

portion of receipts from passengers on the But 
Pate line, as compared with the Baltimore, is as 6 
to 1... Had the Erie canal not existed, and the Buf- 
falo railroad been capable of transacting that busi- 
ness, then the net profits of the Baffalo and Alba- 
ny railroad would have been more than 30 per ct., 

Paltilae for all the wear and tear of its im- 





mense traffic! ‘This, two, be it rememoered, with 
all the competition of the Erie railroad. 

Now, this immense result, and great difference 
in the lines of communic¢ation pointing westward, 
is sulely due to the surplus productsiof the west ; 
ang Wherever there is a great thoroughfare through 
-he central-west, the profits of Western railroads 
from this source will rise in proportion. Of the 
railroads yet constructd in the United States, 
whose ultimate termination is in the west, the Bal- 
timore and Ohio is the fairest one by which to as- 
certain the probable results of a great western line, 
because its course is directly west, and it has less 
competition than the other routes mentioned. But 
it must also be remembered that this work has as 
yet only come ¢o the mountains. We can only 
guess at results when it comes to Cincinnati, The 
actual business of that road, even in its present 
condition, will however, give us a little insight in- 
to what may be expected of a central line through 
the great commercial cities of the west. The ton- 
nage of freights going east and west was as fol- 
lows, viz.: 

Tons. 
rer 
WESLWATGIY v0.00 0006 seve cess sees IOUer 


DOD iss snne cwls 030.6008 nk~e, acne eeeen ee 


Here we see that the eastward tonnage, compos- 
ed wholly of western produce, amounted to six 
times the westward tonnage. Among the articles 
thus transported were half a million of barrels of 
flour and four millions of bushels of coal. The 
traffic in these and all other staple articles of the 
west will continually increase till we reach the 
Mississippi river, Here I must remark, that whe- 
ther a railroad can carry heavy freight advania- 
geously—a question much mooted twenty years 
ago—is furever set at rest by the experience of th 
Baltimore and Ohio, and the western Massachu- 
setts railroads. Coal, granite and flour aré trans- 
ported with the facility and almost the speed of 
passengers, The capacity of a railroad is only 
limited by the extent of its motive power. Its ca- 
pacity to carry heavy articles profitably is only 
limited by the actual wants of the market which it 
supplies. ‘Taking the experience of the Baltimore 
railroad as a criterion, the Ohio and Mississippi 
will receive eight per cent net profits from freight 
alone! But if we take into consideration the vast- 
ly greater surplusses of the country through which 
this road passes, beyond that of the Baltimore road, 
12 per cent from freights will scarcely be more 
than what may reasonably be anticipated. 

Is there anything in the nature and resources of 
Indiana, Illinois, and Missouri, as compared with 
those of Maryland and Virginia, which can im- 
peach the fairness of this deduction from the Balti- 
moreroad? I think not. If 177 miles on that road 
produced 500,000 tons of freight, can the 330 miles 
trom Cincinnati to St. Louis produce less thana 
million? On the contrary, is there not substantial 
reason, in the nature, resources and rising growth 
of these new states to believe the result will be far 
greater ? 


5. I have yet said nothing of passengers, usually 
the first, and in the New England railroads the 
greatelement of railroad calculations. In the rail 
road line trom Albany to Buffalo, a line almost pre- 
cisely equal in length tothe Ohio and Mississippi, 
the proportion of receipts from passengers, compar- 
ed with that from freight, was 19 to 6, or three to 
one. Yet with comparatively so little freight, that 
line yielded, in reality, 11 per cent! Ul admit at 
once, that the region through which the Ohio and 
Mississippi will pass, is by no means so densely 
populous as New York, but on the other hand, its 
rapid growth will be far greater. What will Indi- 
ana and Illinois be ten years hence? With what 
rapidity will towns and villages, marts of commerce 
and garden farms arise on such a great and wide- 
reaching thoroughiare? But I propose to indulge 
in no. dreams of fancy or conjecture. He who in- 
vests capital in large enterprizes, should reason 
correctly, and reason from established premises,— 
We have im regard to passengers, one. fixed fact in 
railroad experience. It is, that in taking a lovg 
line into view, the way passengers are the most 
numerous. It is certain also that these way pas- 
sengers are all derived from that local territory 


Tonnage castwardly..... se. sees 


es 








which depends solely on that line for transit. It 
receives nothing in that way from foreign sources, 
and is dependent on.no supply.from, its, extrem 

months. f£ find by ee to the tab ihe 
Baltimote road andthe Little Miami t 
leaving Out of view the through passeng 
was an average of about 800 way pa 
each mile of railroad. Applying this 








Ohio and Mississippi, I find that although the pop- | 


ulation of the dependent territory is less toa square 
mile, yet the number of square miles is greater in 
proportion to the length. I[t is fair therefore to ap- 
ply the ratio of 800 to a mile. 1 find the Tesuit to 
be 264,000 way passengers, which at an average of 
cne-third the through ticket [say $2] each, gives 
$528,000 for way passengers. ‘The nett profit on 
the way passengers would be about 3 per cent. on 
the entire capital. 

I shall not touch the question ot through passen- 
gers, because, as connecting the vast transit move- 
ment of the Mississippi river, will all that lies east 
of it, by a line running through the great cities of 
the nation, the result must, as yet, be only conjec- 
tural. But who can conjecture it to be less than 
that of the most productive lines of the country ? 
We may assume it as certain, that the receipts from 
through passengers wi!l not be less, in nett profit, 
than those from the way transit. 


5. But, lastly, what are the commercial points 
which the Onio and Mississippi connects? No 
less than the two hearts of the central West. This 
consideration is not less important than any other. 
The trade and attraction of inferior points may be 
drawn off by rival routes, but those of great com- 
mercial martscannot, Commerce has certain fixed 
laws, which it always obeys. One of these is, that 
all products for sale tend from every point to those 
great cities which have become great wholesale 
markets and centres of capital. Af filty considerable 
towns, but which are not such great centres of ca- 
pital and distribution, have railroads to them, they 
will nevertheless not be able to divert a single ton 
of freight for wholesale from its ultimate destiny in 
these commercial centres. It follows then, inevit- 
ably, that however many railroads may be made, 
in the same general direction with the Ohio and 
Mississippi, but not passing through Cincinnati 
and St. Louis, they will not sensibly affect the tral- 
fic on the main line. The business which is to be 
done in the West must pass through Cincinnati or 
St. Louis, and the great current of business in the 
United States will forever have a tendency to pass 
through the great central cities of the West, as it 
takes its course either trom or to the Hast, 

This review of the causes which will tend to in- 
crease the business of the Ohio and Mississippi rail- 
road leads logically to but one conclusion, that no 
railroad has yet been made in the United States 
which promised or makes so large profits as we 
may reasonably assume fromthe great Work of the 
West. The premises we have taken are matters 
of fact. The conclusions inevitable. The results 
startle indeed those who have not made this analy- 
sis of facts. But are they more startling than the 
actual growth of such cities as Cincinnati and St. 
Louis? These cities in 1860 will be as large as 
New York was in 1830,%nd but a few years more 
they will be where New York now is. The coun- 
try whose markets they are is growing in popuia- 
tion, wealth and productive industry at arate which 
confounds all beholders, and sets at defiance all or- 
dinary rules of calculation, In a country where a 
railroad can be made on nearly a straight line, 
there can be but one great railroad route between 
those mighty cities. It monopolizes the direct line, 
and places a successful competition beyond the 
limits of possibility. You will readily see that I 
have not attempted to say what per cent. such a 
railroad will yield, but have simply reasoned from 
known facts to what seems inevitable conclusions, 
I do not say that there are no contingencies which 
might change some of these results, no vicissitudes 
of nature or of commerce, which may change the 
conditions of the problem. But 1 see nothing pro- 
babie in the tuture to diminish the proepects of 
large profits to the stockholders in this magnificent 
ente!prize. On the contrary, there is good reason 
to suppose that its results will be beyond the antici- 
pations of the most sanguine imagination. 

Yours, respectfully, 
Epwp, D, Mansrippp, 
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* From the Journal du Quebec. . 
Canadian View of the St. Lawrence Route; 
* * * If we take Chicago as a point of depar- 
ture; situated as it is at the extreme end of Lake 
Michigan, we will have the following results :— 


Miles. 
From Chicago to New York. ......-... +++. 1,600 
From Chicago to Quebec.......... +++ «eee 1,600 


But Quebec is by 360 miles nearer to Great Bri- 
tain than New York. 


Miles. 

We have therefore for New York...........1,960 
Qe sods ones.ns oh o> onc cdendttsaveieqsee 
In favor of Quebec... .... sees coon cece 360 


Vessels going to New York, will have to pass 
through 668 feet of lockage, 81 locks, and 364 miles 
of canals. 

These that descend to Quebec will only have to 
pass through 533} feet of lockage, 49 locks and 28 
miles of canal (7U in ascending.) 

A steamboat of six hundred tons can make the 
voyage from Chicago to Quebec in ten days, six 
from Chicago to Port Maitland, and four from Port 
Maitland to Quebec. The passage from the same 
place (Chicago) to New York is made in sixteen 
days, of which teu are trom Buffalo to New York. 

‘This gives a difference of six days in favor of 
Quebec. 

But, observes Mr. Tache, in his report of the De- 
partment of Public Works for the year 1848—“ Al- 
though the advantages of the St. Lawrence appear 
incontestible, the commissioners are of opinion they 
have represented them in the most unfavorable 
light, because they have, in comparing the time 
which vessels take to pass through these respective 
routes, allowed six days of navigation from Chica- 
cago to the foot of Lake Erie, while the passage is 
virtually the same for American vessels and ours. 
Therefore, in order the betterto understand the im- 
portance of the Canadian route, it is necessary to 
take another point of departure; it is from Port 
Maitland on the one side, and Buffalo on the other, 
that we must, in justice to our rvate, fix the points 
of departure, because it is at these two points alone 
that the natural difficulties commence which have 
to be vanquished on either side. A cargo of three 
hundred tons, arriving at Buffalo, will have to be 
re-shipped in five small barges, which will take 
twelve days, generally speaking, to arrive at New 
York, while a similar cargo, perfectly entire and 
without being disturbed in the slightest, will pass 
through the Welland canal and arrive in four days 
at Quebec, that is, in one-third the time which the 
cargo, divided into parcels, will occupy in reach- 
ing New York; and, supposing that the boat, hav- 
ing arrived at Quebec, tranships its cargo on board 
a vessel ready to sail for Europe, this vessel with a 
fair wind would have reached the Banks of New 
Foundland before the cargo passed through the 
Erie canal had been discharged at New York.” 

The vessels which navigate the Erie canal, are 
on an average of about sixty whilst our canals 
admit vessels of upwards of five hundred tons, or 
eight and one-third times larger than the former. 
So that a vessel of five Jhundred tons, arriving at 
Buffalo, would have to divide her cargo amongst 
eight barges, which, arriving at Albany, must eitb- 
er deposit their contents in vessels made for the 
navigation of the Hudson or proceed slowly to New 
York. The same vessel will run through the Wel- 
land canal in twelve hours, and arrive without ob- 
stacle at Quebec. The cargo will undergo only 
one transhipment from Chicago to Liverpool, and 
thus will much time and money be spared. 


A barrel of flour costs from Buffalo to Albany :— 


Freight. .... 220+ sees cece cece cece cose sdk Cents, 
Canal tolls... cece cece cece cece cece cone 


RM ann. . cawcine sboeltee ewe 

From Maitland to Quebec :—- 

Freight........ 000+ cece sees cone cone ee 00 Cents 
Canal tolls o\sc. occ’ oceeccce veep cccapoccl® 


Poteet so weed cave coce csee cevaal 


RETURN FREIGHT, 


A cwt, of merchandize costs from Albany to Buf- 
falo:— 








MUMEERG snd ctiecccan chad evecen 


diana oo ced ccs AOTCCRM 
Canal table ods cies ccdk 3a cictaass db te coe 
TROND: vita: lh bo Simo clea % ohie'dhaunn V5 39 


or $7 80. per ton, : 
A cwt. from Quebec to Maitland, costs :— 


BYONEC ote aces conc scotens cuss c4h305007 0 Ce 

GI ei oad cose sche cacacocessanncesee 
Read casa SEL cnen’ che carusnnene 

or $3 per ton. 


So we have $4 80 in favor of the St. Lawrence, 
without counting the storage at Albany and But- 
falo, and the freight trom New York to Albany.— 
Yes, and the cool deep waters of St. Lawrence, no 
matter what Mr. De Witt Clinton may say to the 
contrary, preserve grain and flour*much better than 
the warm, muddy water of the Erie canal. 

The Mississippi and its tributaries, which water 
a valley of 785,200,000 superficial acres, capable of 
containing a population of 50,000,000 of souls, ac- 
cording to Mr. Keefer’s calculations, present dan- 
gers and inconveniences which the genius of man 
will never be able to overcome. The river itself, 
narrow and not very deep, runs with a uniform ra- 
pidity of three miles an hour. When its waters 
are swelled by periodical floods, they drag with 
them in their course Jarge trunks of trees which 
reach the bottom at almost every point and adhere 
there by their heaviest ends; the other extremities 
inclined towards the current and invisible to the eye 
of the navigator, present themselves like so many 
fixed lances to the vessel ascending the stream and 
pierce it immediately. These trunks of trees, to 
which the old Canadian voyageurs gave the pictu- 
resque name of chicots, destroy in this manner 
about a hundred vessels a year, or a fifth of all the 
vessels that navigate the Mississippi; an annual 
loss of more than a million of dollars. The pre- 
mium of insurance averages from twelve to fifteen 
per cent., and the greater part of the steamboats, 
the only vessels that navigate or that can navigate 
effectually the Mississippi, cost more than they 
yield. The capital which represents these vessels, 
according to Mr. Keefer, is exhausted every fourth 
year. ‘The cost of transport of a barrel of flour 
trom Cincinnati to New Orleans is two shillings 
and six pence. 

The climate is likewise another obstacle to the 
future success of the Mississippi route; tobacco, 
wheat, flour, pork, lard, butter, , ahing etc., beceme 
damaged by the action of a warm temperature; 
and, in this respect, the route is much inferior even 
to the Erie canal. 





Railway Economy--The Permanent Way. 

The great inconvenience and expense of the 
“cross-sleeper” road have hitherto been found to 
arise from the “joint chairs”—viz: the chairs into 
which the ends of the rails are fitted and secured— 
getting outof order. The bolts or pins are continu- 
ally becoming loose; the ends of the rails get what 
is termed ‘“‘ play” upon the chairs, and are not un- 
rrequently hammered by the wheels of the engines 
and carriages, into the ‘‘ bearings” of the chairs to 
the depth of a quarter of an inch,or more. It is to 
this looseness of the ends of the rails in the joint 
chair and the hammering away of the bed, or bear- 
ings of the chair itself, that the incessant clattering 
of the wheels of the train, so disagreeable to the 
passenger, is to be attributed. But the serious evil 
of the common joint-chair is its liability to fracture, 
and the consequent “tipping” of the end of the rail, 
or the throwing the engine and train off the metals; 
and we beiieve that it would not be difficult to point 
out many serious accidents that have been occa- 
sioned by broken or defective joint-chairs. 

The alteration of the permanent way of the East- 
ern Counties line is confined to an improvement of 
securing the ends of the rails, and getting rid alto- 
gether of the joint-chair. We pointed out the im- 
provement longer than two years since, but certain 
“practical” men thought very lightly of it, and our 
opinion of its value had little attention paid to it.— 

e are glad to learn that the “ practical” men are 
beginning to acknowledge: the value of the im- 
provement, which, indeed, will in all probability 
be carried out upon most of the railways of the 
country, : 

The improvement, as we have stated, is very 








panini 
simple. The end of each rail has two holes. 
punched through it, and between the double T of 
the rail, a piece of iron 18 inches in length, is 
fitted on either side. Screw bolts are then pi 
through the “fish” pieces and the rail, aud the 
rails at the joints are in this way made stonger 
than in any other part. So that in fact the rails 
are practically made continuous metals; and the 
knocking and jarring of the wheels of the carriages, 
so common on cross-sleeper roads, and so destrac- 
tive to the rolling stock, are entirely got rid of, as 
is also the joint-chair and the evil consequences of 
its use. 

The Eastern Counties company have already 
fish-jointed their line as far as Sawbridgeworth 
(28 miles from the Bishopsgate-street terminus, } 
and they are proceeding with the alteration over 
the entire line at the rate of above two mules per 
week. They have applied to the working a 
punching machine the necessary portions of alittle 
vertical boiler locomotive, both of which have 
ample space found for them on a truck, and as the 
permanent way men take up the rails the holes are 
punched in the latter. The rails are immediately 
relaid with the fish-joint fitted to them. 

The economy otf the alteration will be best gath- 
ered irom the fact that, under the old system of joint- 
chairs the portion of the line to which the fish-joint 
has been applied cost the company £92 per mile per 
annum for labor alone, and that the labor for such 
portion of the line is now contracted for at the rate 
of £34 per mile—a saving of £58 per mile per an- 
num. It is calculated that the saving to the com- 
pany from the use of the fish joint will—when the 
whole line is altered—amount to about £13,000 per 
annum, exclusive of the saving in the great wear 
and tear of the joint-chair system.—Enghsh paper. 





Persons rn hawt Railways in Eng- 

and. 

It appears from a parliamentary return recently 
issued, that the number of persons employed on 
railways in the United Kingdom on the 30th of 
June, 1851, was 106,501, and on the 30th of Jane, 
1850, 118,859, showing a decrease of 12,358 persons, 
including 10,667 laborers. The number employed 
on railways in England and Wales, on the 0th. 
June, 1851, was 80,612, in Scotland, 8,802, and in 
lreland, 17,087. In June, 1850, the numbers were, 
in England and Wales, 78,570, in Scotland, 16,495, . 
and in Ireland, 23,794. The number of miles open 
at the end of June, 1851, was 6,6923, and in course 
of construction, 735 miles; the length open at the 
end of June, 1850, was 6,3072 miles, and in course 
ot construction, 8684 miles. The numberof miles 
in abeyance at the end of June, 1851, was 4,5253, 
“- total length authorised at thai date was 11,959. 
miles, 

On lines open for traffic in England and Wales 
the number of persons employed on 5,200 miles of 
railway, having 1,669 stations, was 51,979, and at 
the corresponding period of 1850, 46,787 pe 
on 4,901 miles of railway, having 1,610 stations.— 
On lines open in Scotland the number of persons 
employed on 9603 miles of railway, having 304 sta- 
tions, was 8,107; and at the corresponding period 
of 1850, 8,516 persons on 891; miles of railway,, 
having 291 stations. The number of persons em- 
ployed on 5374 miles railway, having 134 stations 
on 30th June, 1851, was 3,477; and at the corres- 
ponding period of 1850, on 515 miles of railway, 
haviog 129 stations, 4,671 persons were employed, 
The increase of mileage in England and Wales 
during the year ending 30th June 1851, was. 299 
miles, with 59 stations; in Scotland 69 miles and 
13 stations; and in Ireland 23 miles and 5 stations, 

The number of persons employed on 735 miles 
of railway in course of construction at the end.of 
June, 1851, was 42,938, of whom 34,948 were la-. 
borers, and at the corresponding period of 1850, 
58,885 persons were employed on 868 miles of rail- 
way. The length of railway in course of construe- 
tion in England at the end of June, 1851, was.537 
miles, on which 28,633 persons were employed,; in 
Scotland, 21§ miles, on which 695 persons were. 
employed, as against 814 miles in June, 1850, and 
7,979 persons employed; and in Ireland, on 176 
miles in course of construction, 13,610 
were employed, as against 192 miles at the 
ponding 
of miles in abeyance in England and Wales being 
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ar@ 
- PAR 7 


: 


; 


¥ 
: 





















































































































































Journal 


European and North American Railway. 


Few enterprises, if in fact, a single one, among} with each other, regardless alike of artificial or po- 
all the various projects of the last few years, have} litical lines of boundary. 
ublic attention, since the incep-| Its proceedings were immediately transmitted to 
ing, as the plan of the Europe-| England. The first indication ot hostility to it was 

In this we in-| shown in Earl Derby’s great speech on the subject 
clude the project of a line of railway from Montre-| of railways in British North America, made in the 
al to Halifax, through the territory of the United| House of Lords, Feb. 14, 1851. Earl Derby then 
States—looking forward also to its ultimate exten-| most earnestly advocated the building of an inter- 
— to the nearest available port of this continent | colonial line entirely through British territory, with- 
to Europe. 

Much of the interest that has attached to this speech will be found in Hansand’s Debates, vol. 
question, has grown outot its international and in- 
tercolonial character, aside from its commercial as-| at the time of its delivery, from his lordship’s posi- 
- pects and relations. To find the people of the| tion at the head of the government at the present 

neighboring States and Provinces, earnestly at|time. This speech excites admiration from the 
work in a common cause, calculated to foster and| evidence it bears of his Lordsbip’s accurate and 
promote common interests and enterprises, with| minute knowledge of all the details of the railway 
the and the heart of one people, presents a} movements in the colonies. 

ng contrast to the history of former years, es-| After this, on the 14th of March, 1851, came out 
pecially when the border troubles brought Maine) Earl Grey’s proposal to advance £7,000,000 sterling 
and New Brunswick into hostile bearing with each | to aid the building of railways in British North 
The natural result of the agencies that have 

been at work since the adjustment of all oun difti- 
culties with England, is now seen in these railway 
movements. 


attracted so much 
tion of the underta 
an and North American railway. 


pleas 


other. 


of that 


lars. 


No sooner had the Portland and Montreal rail- 
road been fairly entered upon, and the plan of the 
line east from 


of 


"796 miles, and-in Ireland 803¢| with Montreal, and with the Atlantle coast and the 


mill : 

Of the 106,501 persons employed on railways in} A convention of the friends of this whole scheme 
the United Kingdom on 30tn June, 1851, 267 were | assembled at Portland in July, 1850, agreed upon 
secretaries and managers, 37 treasurers, 234 engi-| the plan of the European and North American rail- 
neers, 504 superintendents, 219 storekeepers, 208| way. This convention excited the most extraordi- 
accountants and cashiers, 942 inspectors and time-| nary interest, not only for its numbers, but for the 
keepers, 1,504 station-masters, 182 draughtsmen, | display of business talent and the most exciting el- 
5,168 clerks, 1,681 toremen, 2,258 engine drivers,|oquence. We have looked over the account of its 
2,387 assistant engine-drivers, 2,252 guards and| proceedings, and cannot but regard it as one of the 
breaksmen, 1,865 switchmen, 1,341 gatekeepers,| most fortunate events of the times, The differ- 
1,861 policemen and watchmen, 9,865 porters and|ences of seventy years’ estrangement had passed 
messengers 5,605 platelayers, 18,258 artificers, 49,-| away, and the stronger affinities of a common an- 
758 laborers, and 105 miscellaneous.—Herapath’s| cestry, of language, and of religion, found each 





, No sooner had the Treaty of Wash-| after much conflict of opinion and feeling, they 
ington disposed of the northeastern boundary dis- 


pute, ina manner entirely satisfactory to all par- 


r 
ties, than we saw our enterprising neighbors in Hon. Mr. Howe, of Nova Scotia, and the Hon. Mr. 
Maine taking the initiatory steps to cross the fron-| Chandler, of New Brunswick, are in England, to 
tier, which had been so valiantly defended before, 
with an invading force of railway contractors and | ever doubts existed, as to the intentions of the Rus- 
operatives, to annex their interests, by railway, 
with the British Provinces. 

In 1844, the Portland and Montreal railway was 
started, looking forward at the same time to its 

radual extension east to St. John and Halifax. 

he intelligent people of Canada readily responded | first, on the question of route. This matter was 
to this movement, and the work of building the 
line from Montreal to Portiand, a distance of 290 
miles, was boldly entered upon at each end, with| ifax tothe City of St. John. From thence it is 
limited means, at the time, but with confident as- 
surances for the future. The hopesexcited in Eng-| John, till the line shall approach our frontier, near 
land during the railway mania of 1845, were dissi- 
pated by the revulsions which followed, at the end| John to the head waters of the De Loup, which 

ear, and Montreal on the one side, and 

Portland on the other, have been forced to assume 
the load of raising some four or five millions of| from the Imperial Treasury, at the rate of 34 per 
dollars each; and the road, as we learn, will be i 
opened for the entire distance in July, 1853, at a 
cost of something less than ten millions of dol- 


Portland to Halifax suggested, than| junction of Maine at Calais, a distance of 73 miles, 
the rival project of a railway from Halifax to 


Quebec was started; and though this movement| continuation of our lines to the same point. 
for a time diverted the attention of a portion of 
Canada east from the Portland line, it did not se- 
riously retard it. The delay in the completion of| expense of the State of Maine, showing that a 
the Montreal and Portland line, from the breaking 

ground in 1846 to July, 1853, a period of seven 
years, has arisen from the inability of the two com- 
panies more rapidly to command the means. 

As soon as the Montreal line was fully secured, 
the original friends of that route in Portland, turn- 
ed their attention towards the extension ot the line 
to Halifax. The Bzitish ministry, by a despatch | hibition similar to that of New York. 
of Earl Grey under date of June 19th, 1850, gave 


a decided negative to the application of the British| eral government in the form of a grant of two mil- 
Provinces for assistance to the Quebec line, and 


the people of the Lower Provinces at once gave| carrying the mails by the overiand route through 
support to the Portland route, while Quebec pro-| Maine. 
posed to connect with the Portland and Montreal] That the pro 


road at Richmond, forming thereby a connection} the commercial interests of this country, cannot, 


Lower Provinces. . 


other out, and the people of the different British 
Provinces and the Western States, set themselves 
at work to secure the means of communication 


out regard to its commercial advantages. This 


114, page 613. lt now excites more interest than 


America. The sincerity of this offer was much 
questioned; but the provinces acted upon this ques- 
tion, as if the offer was well intended, and finally, 


have come to an agreement accepting the terms 
oposed. The Hon. Mr. Hicks, of Canada, the 


arrange the terms of the bargain proposed. What- 


sell ministry, none whatever can be raised as to 
the purposes of Ear] Derby. His character is 
above the suspicion of duplicity, and his policy has 
been most fully and explicitly marked out. 

The provinces found themselves at variance at 


finally adjusted, by taking the line proposed for the 
European and North American railway from Hal- 


proposed to keep the west bank ot the river St. 
Woodstock, thence following the valley of the St. 


runs into the St. Lawrence river, and thence to 
Quebec. The proposal is to advance the money 


cent, on the provincial securities, or to guarantee 
the provincial debentures at the same rate—the 
lines to be public provincial works, owned and 
managed by the provinces respectively. 

The completion of a line from Halifax to S. John, 
will secure at once the extension of the line to the 


as soon as assurances are given of its extension in 


From Calais to Bangor, 96 miles, a charter has 
been granted, the line carefully surveyed, at the 


cheap and most profitable route for the entire dis- 
tance. At Waterville, 50 miles from Bangor, the 
line will connect with railroads extending to this 
city, a distance of 432 miles, over which trains now 
run in one dav. 

The State of Maine cannot loan its credit, for 
any purposes whatever, from. a constitutional in- 


It, however, has asked assistance from the gen- 


lions of acres of public lands, and for a contract for 


ect has claims to support from all 














we thin, be questioned. The completion of these 
lines at the north or-east, must have a most salu- 
tary influence upon the business interests of the 
commercial metropolis; and we cannot doubt its 


hearty support of the scheme as proposed.—Jour- 


nal of Commerce, 


The Position and Prospects of English 
Railroads. 
Why should we continually trouble ourselves 
about closing capital accounts and benefitting rail- 
ways, when the parties (the shareholders) most in- 
terested betray by their apathy so little concern 
about either ?,is a question we often ask ourselves, 
The only reply we can give is a desire to save a 
large property from gradual erosion and consequent 
destruction, and todo our duty, even though that 
duty is not appreciated or seconded by those for 
whose benefit we labor. 
Does any one require proot of our data, that rail- 
ways are being gradually eroded, we refer to the 
table and accompanying statistics, now fur several 
years figuring in the first year’s number of Hera- 
path’s Journal, by Mr. Hackett. We there have 
the mortifying fact brought to our view that rail- 
ways, notwithstanding the intended improvements 
and greater experience in construction, notwith- 
standing the additions of late yeavys have consisted 
maiuly of cheap extensions and branches, and not- 
withstanding the less cost of materials and labor, 
with iron at about half the price of former years, 
the average cost per mile has been considerably 
and annually increased. For example: 
In 1847 the average cost was....£31,709 per mile, 
eo 234 =i: 


Inl849 “* “© & 1... 35914 « 
Ini850 “ “ 1... 35999 « 
Ini8l “ “ & .... 35058 « 


This is a more serious and alarming fact than 
at first sight may be apparent to every one, For 
though the additional miles opened every year have 
been made cheaper and cheaper, yet the expendi- 
ture has been so great and increasing on the old 
lines, through the lawyers and engineers being al- 
lowed to keep the capital open, as to make the av- 
erage cost of the old and new £3,500 a mile greater 
in 1850 than in 1847. Had the capitals been clos- 
ed we should have had the average mileage cost of 
construction constantly decreasing, instead of in- 
creasing. ‘This is not mere asseriion, we have the 
proof before us. For during the past year or two 
we have been constantly urging the closing of the 
capital accounts, and the result has been that the 
average mileage cost in one year has sunk from 
£35,229 on about 6,200 miles opened, to £35,058 on 
about 6,500 miles opened. That is, while iu for- 
mer years the mileage cost was gradually increas- 
ing as more and cheaper railways were opened, we 
have now with only 300 more miles opened on 6,- 
200, a positive average diminution upon the whole 
6,500 of £170 a mile. In other words, the increase 
of 5 per cent cheaper miles of railway has reduced 
the average cost a half per cent. Now we cannot 
imagine, without a miracle, that the cost of the 
6,200 miles opened in 1850 had in 1851 actually 
become less, and it therefore follows that there has 
been none, or a very insensible amount, expended 
on the old lines since our repeated ca!Js tor closing 
the capital accounts, which has caused the cheap- 
er constraction of the 300 new miles to exhibit an 
apparent diminution when spread over the whole. 
e may gather from this one fact what has been 
done under the agitation for closing the capital ac- 
count, and from that form a pretty good estimate of 
the effect if the capital was actually closed. If the 
capitals are kept open the costs will go on increas- 
ing until the traffic, could it be worked for nothing, 
wou'd not pay anything like the interest for the 
money expended. 
To show that we are not incorrect in this viev’, 
we will quote the mileage traffics for the several 
years from 1847 to the past: 


1847, mileage traffic. ........ £2,870 
8 Ae or 


1849, “ FN gee aieee 2.302 

1850, t + eee: 

1851, a José vsive | ee 
Here we have unmistakeable facts of the neces- 
sity of closing the capitals. Year after year, with 








cheaper lines added, has the average cost per mile 
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increased, and the average mileage traffic dimin- 
ished. So that if a check had not been given to i 
by our reiterated representations of the evil effect: 
of open capitals, the profits would have dwindlec 
every year until they sunk to nothing, and call: 
might even be required to pay the working ex- 
penses.— Herapath’s Journal. 


From the N. Y. Journal of Commerce. 
On Railway Axles and Wheels, and Curves 
upon Railways. 

Messrs, Epirors :—The increasing importance 
which several of your recent correspondents have 
attached to the breaking of railway axles, is no: 
without sufficient cause, although, we have not, in 
this country, as in Europe, a sufficiency of statisti 
cal information on the subject, to enable us to as 
certain the amount of theevil. But that it is truly 
sppaliieg. merge to be the unanimous belief.— 
Even in England, the accidents caused by the break 
ing of axles and wheels amount to 18 per cent o! 
the whole, according to Lardner’s Railway Econo 
my, page 322. The breaking of the axle, frequent 
ly arises from a deficiency of strength, caused by a 
want of homogeneousness in the manufactured iron 
This is a defect which cannot with certainty b« 
overcome, except by the process of melting, casting 
and forging; and hence, on the continent of Europe 
where it would appear that the life of a subject is 
more considered than that of a citizen is here, cas! 
steel axles, of very superior quality, have very gen- 
erally been adopted. Io a former letter I informed 
you of the extraordinary quality of these cast stee! 
axles, as to their toughness and strength; and | 
now forward to you a full report of the same, and 
also a German copy of a certificate received from 
the “ Cologne and Minden Railway Company,” by 
which you will perceive, that 19 locomotives and 
tenders, with 446 carriage axles, had been furnish- 
ed, together with 3450 springs of cast steel, between 
1848 and September, 1851. 

When iron axles have been long in use, the con- 
tinuous vibration is said to produce crystatization 
of the iron, and ultimate fracture in consequence 
thereof. This appears to me (but with due deffer- 
ence I write it) a mere assumption; because, so 
tar as I know of, it does not occur with cast steel of 
the proper quality, and next, because it is impossi- 
ble to tell, @ priori, whether or not iron is crystaline 
or fibrous in its stracture at any part of it. The 
fairest assumption, therefore, should appear to be, 
that axles which, when broken, show a crystaline 
structure, were so when they came from the hands 
of the manufacturer, rither than that hat state was 
produced by ordinary use; or at least, that it should 
appear that all axles became crystaline by use— 
which has not yet been shown to be the case. 

It is very questionable, if it be even possible, with 
any degree of certainty, to make a large forging 
sound (homogeneous) throughout, under any cir- 
cumstances whatever; an assertion which will not 
be appreciated by many who have not seen, as I 
have, best (so called) iron plates of No. 10 wire 
gauge, spread like the leaves ina book when being 
opened, merely by bending to asharp curve, or ex- 
amined with a powerful microscope, and then com- 
pared with the Best cast steel. 

It isno unusual thing for comparatively small 
shafts to disclose, on being fractured, defects in the 
centre, which could not by any known means be 
detected before. 

Another cause of axles breaking, arises from the 
practice of raising the outer rail on the curves, in- 
stead of the inner one. It is difficult to imagine 
how such an erroneous principle ever obtained ad- 
vocates, The practice is believed to be universal, 
but is certainly erroneous. The intention in ele- 
vating the outer rail, is, to counteract the supposed 
tendency of the train to run off the rails at a tangent 
to the curve, arising from the centrifugal force ge- 
nerated ; just as water is thrown from a grinding 
stone in rapid motion. But, the fact is, there is no 
analogy whatever between the two cases, simply 
because the rail is not supposed to be in motion at 
all, but at rest; which makes all the difference.— 
If the inner rail be so elevated as to allow of the 
due gravitation of the train towards the outer rail, 
the coning ot the wheels, if properly calculated, 
will alone prevent any tendency of the train to run 
off the rails, There is in fact no tendency what- 








ever to run off, for no centrifugal force whatever is 





generated; and a train may be made to run round 
on a curve, as safely as upon a straight line. If a 
hill be made perfectly conical, and a locomotive be 
started upon it, with the axis of its conical wheels 
perfectly horizontal and pointing to the axis of the 
cone, then such a locomotive may be run at any 
velocity, and without flanges to the wheels, with- 
out being in any respect whatever more liable to 
take any other Jine than a circle round the cone, 
than another locomotive with cylindrical wheels 
on a plane surface, will be to take any other than a 
straight line. And, when the straight parts are 
joined to the curved parts of a railway, the same 
conditions are secured, in the lateral play of one 
inch usually allowed in gauges of 4 feet 8 inches, 
by the due elevation of the inner rail and the coning 
of the wheels; the latter being sufficient, with gra- 
vitation, to cause the wheels to revolve at equal 
angular velocities, without any tendency of the in- 
aer wheel to overrun, and the outer one to slip, 
while at the same time, the axle is maintained ina 
horizontal position. Every condition as herein ex- 
pressed, is violated by the opposite and ordinary 
course pursued, of elevating the outer rail, inas- 
much as gravitation is opposed to the coning of the 
wheels, and the flange is thereby pressed towards 
the inner rail, which, of course causes the larger 
part of the conical wheels to run upon it, while the 
reverse of this occurs on the outer rail, and the 
smaller part of the conical wheels are running upon 
that, which is just the reverse of what should take 
place. It is true that this, in some respects, coun- 
teracts the tendency of the axle to keep as much out 
of the horizontal as the rails are on their cross sec- 
tion. Still, all the axles are more or less “ in wind- 
ing,” none of them can be horizontal, and hence a 
racking motion is the result of a curve, and that it 
is, which so frequently throws the train off the line, 
assisted by another beautiful contrivance uf two 
engines, which tug first at one side, and then on the 
other, of a locomotive; and it is a hard case if both 
combined cannot “ knock over” a locomotive, when 
both happen to get ‘a long pull and a strong pull,” 
and both pull together. Indeed, to me the wonder 
is, that they do not topple over much oftener than 
they do. In addition to this, each wheel is trying 
a speed of its own, for which the axle has to suffer, 
and it must be a tough axle that will not break — 
In announcing this discovery, I beg to state, that I 
shall apply for a patent for the same, and therefore 
do not surrender my right. 1 fear that I have tres- 
passed too much upon your space to extend these 
remarks further, and, therefore, 
I am most respectfully, T. A. R. 
Trial and Description of Stevens’ Patent 
Fan Paddie. 

On Saturday, December 6th, a trial was made of 
the efficiency of this paddle, which is the invention 
of Mr. Lee Stevens. It consists of fixed oblique 
floats on the circumference of the wheel, and di- 
minishing in surface towards the centre, like a la- 
dy’s fan, which floais or segments, as the wheel re- 
volves, press alternately right and left against the 
water, and by their oblique action spread the water 
as it were towards each side, abaft the paddle, and 
thus materially diminish the back water as com- 
pared with the ordinary paddle, and also the vibra- 
tion on board the boat very considerably. The op- 
eration of the paddle is uniformly the same, wheth- 
er the motion Be ahead or astern. The trial above 
referred to was made entirely at the expense of the 
Iron Steamboat company, who had one of their 
boats, namely, the Twilight, fitted with Mr. Ste- 
vens’ fan floats in a modified form in wood, instead 
of iron. The inventor expects that when his ideas 
are carried out by the construction of the fan paddle 
wheels in iron, as originally intended, their advan- 
tage will be still more apparent. 

Two vessels belonging to the company, the Twi- 
light and the Bridegroom, being twin boats of equal 
power, baving oscillating engines of 12 horse pow- 
er each, started together from Cadogan pier with 
the tide, at a quarter to 2 o’clock, the paddles mak- 
ing 44 revolutions per minute. Onreaching Vaux- 
hall bridge, the Twilight was some distance ahead, 
and on passing Waterloo bridge, she was still fur- 
ther ahead, having passed it 40 seconds before the 
Bridegroom, On the ‘Twilight reaching London 





bridge, at five minutes past 2 o'clock, the Bride- 
groom was about three-fourths of the distance be- 
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tween the two bridges behind her. The revola- 
tions of the paddles were at the rate of 44 per min- 
ute. On returning up the river against the tide, at 
10 minutes past 2 0’clock, the Bridegroom was giv- 
en the side of the river, which was, of course, an 
advantage, the Twilight being all the time out in 
the river. The paddles revolved at the rate of 40 
per minute, and the boats moved at the same speed 
until they passed Westminster bridge; buton 

ing Vauxhall bridge, the Twilight got considera- 
bly ahead, and on passing Chelsea Hospital, at 39 
minutes past 2 o’clock, she was about 300 yards 
ahead of the Bridegroom, and the paddles were then 
making 44 revolutions per minute, until she arriv- 
ed at Cadogan pier. It was stated that the number 
of revolutions of the paddle wheels on board the 
Bridegroom averaged 44} per minute, and on board 
the Twilight 42 per minute. The vibration in the 
Twilight was scarcely perceptible in the run both 
up and down the river, which, together with the 
steadiness of motion produced oy the fan paddles, 
the effect was very agreeable. 

It is understood that the fan paddle is to be ap- 
plied to one of the large sea-going steamers, with 
a view to increase her speed, and to get rid of the 
vibration now caused by the ordinary paddles,-~ 
London Railway Magazine. 





New Orleans and Jackson Railroad. 

A very large number of our most respectable and 
influential citizens assembled at the American 
theatre last evening, to receive the report of the 
—— committee on the New Orleans and 

ackson railroad, appointed about one year since, 
and all seemed to enter warmly into the subject of 
this proposed work, so important to the commercial 
interests af our city. We regret exceedingly that 
the crowded state of our columns this morning, pre- 
vents us from giving a full report of the p 
ings. Mayor Crossman was called to the chair, 
and aiter explaining the object of the meeting, Mr. 
Benjamin came forward, and on behalf of the pro- 
visional committee submitted a detailed report: of 
the steps which have been taken by that body since 
its organization. From this report it appears that 
with the advance of five per cent., which was ob- 
tained on the $400,000 subscription last spring, 
surveys have been made, plans drawn, and every 
preliminary arranged so that nothing now remains 
to be done but to organize permanently and com- 
mence operations. Having compared thedifferent 
lines of survey, including that of the old Nashyille 
road, the committee has given the preference to a 
line running up to the river on the bank slope of 
the highland fronting the stream, to Minor Kenners 
plantation, and thence across through the swamp to 
the highlands on the other side of the lake. Forty- 
six miles of road will have to be built to reach this 
point, sixteen miles of it running on the highland 
fionting the river, ten miles througha lower grade, 
and twenty miles through swamp. 

The committee has been unremitting in its Ja- 
bors, and by a most careful collection of data on 
which to make calculations, they have been enabled 
to lay before the public an estimate of the cost of 
each mile of road through the different kinds of 
land, which, we doubt not, will vary but little if 
any from the actual results. Going into all the 
minutie of the expenses of embankment, wood- 
work, rails, etc., it is estimated that the first sixteen 
miles of road from New Orleans can be made for 
$8760 ; the next ten miles for $9860 per mile; and 
the twenty miles through swamp for $18,247 per 
mile; in the latter the estimate being made for both 
piling and embankment. This would make the 
cost of the forty-six miles, to the high land beyond 
the lake, about $618,000. From this point, the 
whole distance to Jackson, (one hundred and fiity- 
five miles) the line runs through a level, finely- 
wooded country, with only two or three short bridges 
to build, and every facility at hand for a rapid and 
cheap prosecution of the work. The estimate of 
the entire cost of the road to Jackson, a distance ot 
two hundred and one miles, is $2,200,000, leaving 
a margin of $800,000 on the capital stock of the 
company for the purchase of locomotives, cars,and 
other appurtenances to put the line in working 
order, r. Benjamin impressed upon the minds 
of the audience that these estimates. were by.no 
means the result of guess-work, but that they w 
founded entirely on well known data, docinedtoomn, 




















fice. “Th a brief address, he pointec 


out in a faci manner the great benefits which the 
commerce of New Orleans would derive from the 
consummation of this enterprise, and the import- 
ance of our citizens at once coming forward to its 
aid.—N. O. Crescent City. 





Vermont Central Railroad. 

The following card appears in the Boston papers 
in regard to the state of the Vermont Central rail- 
road: 

To the Public.—In consequence of rumors in re- 
lation to the Vermont Central railroad, and of the 
affairs of the subscriber, he deems it proper to state, 
that immediately on the publication of his late 
Ramphlet, he was informed that the directors of the 

ermont Central railroad intended to make a reply 
thereto, About this time an effurt was inade by 
mutual friends to make a harmonious adjustmen' 
of all differences, pecuniary and otherwise, which, 
it was confidently believed, would be for the inter- 
est of all parties. In order to facilitate this adjust- 
ment, it was suggested to the directors of the Ver- 
montCentral railroad, by mutual friends, to suspend 
any publication on their part, as such a course 
would have a tendency to throw additional and 
perplexing elements into the case. ‘To this course 
they assented. In consequence of the proceedings 
of Mr. Seymour, they deemed it advisable to pub- 
lish their reply at once, and negotiations for a set- 
tlement were suspended. I have reason to know 
that a reply has been prepared, akhough I have no’ 
seen it. The same friends have again attempted 
a settlement, and, so jar as pecuniary transactions 
are concerned, with tair prospect of success, and 
they have requested that the publication of the pro- 
posed reply should be deferred until the next meet- 
ing of the stockholders, on the 4th ot next month, 
to which request I understand the directors have re- 
Juctantly consented. I desire to add, what I have 
already stated in public that I had no connection 
with the statements of Mr. Seymour, and regret 
they were made. In my intercourse, «s Treasurer. 
with the directors of this company, I have found 
them devoted to its service; and although we may 
have differed in opinion, do not believe that they 
have knowingly done anything adverse to its intcr- 
es's—certainly nothing implicating their persona’ 
integrity. I make this statement to facilitate au 
arrangement which | confidently believe would be 
satisiactory to the shareholders of the Vermont 
Central, and to all concerned. 

Josian Quincy, Je. 

Boston, April 22, 1852. 





Wheat and Corn Crop of Ohio. 
The Assessors’ returns from all the counties of 
Ohio except Ashtabula, Adams, Clermont, Darke, 


Velaware, Hamilton, Henry, Lucas, Noble, Scio- 


10, Wil'iams. Wood and Wyandott. are published 
by the Ohio Cultivator. The agg.ezate of whiat 
in 74 counties, in 1850, was ov~ chirly millions of 
bushels, and estimating the » counties omitted ai 
the same rate of production, the aggregate of the 


State is more than thirty-five millions of bushels! 


The corn crop returned in 74 counties is over fifty- 
siz millions of bushels ! 

In 74 counties, total acres of wheat. 1,706,948; 
bushels, 30 051,219; acres of corn, 1,536,861; bush- 
els, 56,615,688. The wheat crop of 1851 is beliey- 
ed to have been equal to that of 1850. 

Muskingum, Wayne and Stark in 1850 raised 


over 1,000,000 bushels of wheat each; Tuscara- 
was, S:neca, Coshocton, and Licking over 800,000 


bushels each; Richland, Montgomery, Logan and 
Knox, over 700,000 bushels; Morgan, Jefferson, 
Holmes, Fairfield, Columbiana, Champaign, Bel- 
mont, and Ashland, over 600,000 bushels; and 
Butler, Carroll, Greene, Gurnsey, Harrison, Mia- 
mi and Perry, over half a million. 


Ross, Pickaway, and Butler produced over two 


millions and a half bushels of corn each ; Warren, 


Licking, Highland, Franklin and Fairfield, over 


one million and a half each; Preble, Muskingum 
Montgomery, Miami, Green, Fayette, Clinton and 
Brown, over one million each; and Washington, 
Union, Tuscarawas, Stark, Shelby, Richland, Pike, 
Perry, Morrow, Morgan, Monroe, Marion, Madi- 
son, Logan, Lawrence, Knox, Jefferson, Huron. 
Harrisen, Hancock, Gurnsey, Gallia, Erie, Cos- 
hecton, Columbiana, Clark, Champaign, Belmont, 


Athens, and Ashland, over 
each. 

The wheat statistics of several of the Reserve 
counties, for 1850 are as follows : 


‘half’a million’ bushels 


Acres, Bushels. 
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The corn statistics are as follows: 


$25,497 
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RMR) ovis dle oWis0ib 10 66 csc RO RES 366,446 
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MahOniNG 056 isccvincsrcocscod OOl 412,810 





Parkersburg KRailroad. 

The bill authorizing the corporation of the city 
of Baltimore to lend its aid fur the completion of 
the Northwestern (Parkersburg) railroad, yesterday 
finally passed both Houses of the Legislature, and 
is now a law! 

lt now becomes the duty of the City Council to 
act, and they should act promptly. There is no 
time for delay. 

As we have heretofore noticed, contracts for the 
construction of the Hempfield road are to be closed 
va the 20th of this month—next Monday. This 
road is to ran from Wheeling to connect with the 
Pennsylvania Central road, about thirty miles this 
side of Pittsburg, and is intended to draw o% from 
the Baltimore trade and travel, and carry it direct 
to Philadelphia. Whatever injury the Hempfield 
road might be to the Baltimore and Ohio railroad, 
the Parkersburg road is a perfect antidote for.— 
[hat the bane may not be presented to us before 
the antidote is ready, nota day should be lost in 
mete upon the work of making the Parkersburg 
road. 

It was a mistake in the Legislature to delay the 
passage of the bill, because if it had been passed, as 
it might have been at an earlier day, the contracts 
{cr making the road to Parkersburg coald have been 
closed by this time. The surveys are nearly com- 
pleted—the route is located for a greater portion of 
the road, and is prepared to be put under contract. 
And besides, large portions of the road to Wheeling 
are every day drawing to completion, and a great 
portion of the hands engaged on them, may be 
transferred to the Parkersburgh read, in a month 
at farthest, if there is no delay in promptly provid- 
Jing the means to authorize that compaay to place 
it under contract. If there is delay, however, and 
the hands now employed on the Baltimore and 
Ohio railroad, are allowed to complete their work, 
and become scattered, a loss of months might fol- 
low. 

But there is nodanger of this. The City Coun- 
cil have shown, in their proceedings, that they un- 
derstand the importance of the matter fully. It is 
to their energetic action, in urging the passage of 
the bill by the Legislature, that we are mainly in- 
debted for the satisfaction we have in announcing 
the passage of the bill. It is now for the City 
Council to distinguish themselves, by promptly 
carrying into effect the authority the bill gives to 
ine corporation. If it be possible, another day 
should not pass without something being done.— 
But the City Council know their duty, and they 
will do it. 

Of the importance of this road to the prosperity 
of the city of Baltimore—of the advantage which 
it gives to us, over all other cities of the Atlantic, 
for the trade of the great west and south west—and 
ot the immense trade and travel which must pass 
over,—we have heretoforespoken.. It is not neces- 





‘the Map! “THis Pareershare road TSF Tok io the 
great straight line of railroads from Baltimore to 


Cincinnati and St. Louis, and ‘over it, and through 
Baltimore, is the shortest way from the far west to 
to the farthest east! That is enough. Give us 
this road and Baltimore city is the great central 
pint for the trade of the whole country !—Baltimore 
Patriot. 





Steam Communication Between Baltimore 
and Boston. 

The Boston Journal, in an article on this subject, 
says that the project of establishing a regular Jine 
of steam propeller boats between that port and Bal- 
timore has not been abandoned by its friends, but 
that the stock of the proposed company is nearly all 
subscribed, and that the residue wiil be promptly 
taken by the business men of the city, who are 
aware of the advantages which will accrue from 
the establishment of a coastwise steam communi- 
cation with Southern ports, 

The benefits which will flow from the consumma- 
tion of the enterprise, we have no doubt, will be reci- 
procal, and will be such as must be advantageously 
felt by both cities. The commercial relations at 
present existing between Baltimore and Boston 
have been yearly extending, and the trade thus es- 
tablished is one of great importance. A large 
amount of breadstuffs find their way from here to 
Boston, for which in return we take largely of her 
manufactures. Not only will this local trade feel 
the influence which the increased facilities of steam 
communication will give to it, but the subject has 
also an important bearing when viewed in conjunc- 
tion with the completion of our railroad connections 
with the West. Boston, by the enterprise of her 
merchants and through the manufacturing capabili- 
ties of the State of which she is the commercial 
emporium, has already secured and no doubt will 
continue to enjoy a large and important share of the 
trade of the West. 

On the completion of the Baltimore and Ohio 
railroad to the Ohio river at Wheeling,—which im- 
portant consummation will take place at the close 
of the present year,—the link which will be formed 
at this end by the establishment of a steam commu- 
nication with Boston, will assume an importance 
too obvious to be over!ooked. The route thus form- 
ed between the North and the West will be direct, 
cheap and expeditious, and therefore the most pop- 
ular; and, it cannot be doubted, will attract to it 
much, it not the greater part, of the freight which 
now leaves Boston tor the West by other and less 
direct routes. 

In another aspect the mevement is one of mani- 
fest interest to Baltimore. With the establishment 
of our city asa rival of Phiiadelphia asa great 
coal distributing depot, we may ook to Boston as 
one of the sources from which a large demand for 
the article will come. This supply is now drawn 
almost exclusively from Philadelphia, but there is 
no reason why Boston should hereafter not look to 
us for it. The establishment of the proposed line, 
and the sure increase of business relations which 
it will foster and encourage between the two cities, 
will be a powerful means of prompting this desired 
end.— Balt. American. 





New Hampshire. 

Ashuclot Railroad.—Mr. Elliot, the Treasurer of 
the company, has furnished the subjoined official 
particulars in regard to the construction of this 
road. The line was chartered in 1846, and in the 
course of the two years. following, was carefully 
surveyed and finally located by order of the Con- 
necticut River railroad company. In the fall of 
1849, the same company agreed to take a lease of 
the road, when finished, for ten years from Janua- 
ry Ist, 1851, and pay an annual rent of 7 per cent 
on the cost. Upon this basis a contract was made 
for the building of the road, work commenced 
about the 10th of January, 1850, and on about the 
10th December of the same year, the trains of the 
lessees began service upon the line in continuation 
of their own. Within the last year a question as 
to the cost of the road was raised, on account of 
the mode of paying for its construction; but it has 
been amicably and finally settled by fixing the rent 
at $30,000 per annum, payable in quarterly instal- 
ments. 

The road is built in the most thorough manner. 





sary now to say a word on the subject. Look at 


Commencing at the Cheshire railway ‘station in 
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Keene, it traverses the valley of the Ashuelot riv- 
er—crossing that river four times—through some 
half a dozen manufacturing villages, and spans the 
Connecticut by a superb bridge at Vernon Junc- 
tion, where it unites with the Connecticut River 
road_at the State-line of Massachusetts. 

The road has a length in Keene, of one mile 
and a half; in Swanzey, five miles; in Winches- 
ter ten miles; in Hinsdale, six miles and a half, 
and three-quarters of a mile in Vermont. The 
length of road, main track, is 23 3-4 miles; maxi- 
mum grade, 34 1-4 feet per mile; average grade 
per mile, 18 feet; totai rise in the road, 108 feet; 
total fall in road, 321 feet ; shortest radius of curve, 
910 feet; total length of straight line, 16 miles.— 
The construction account amounts, 5th April, 
1852, to $496,984 93.—Keene, N. H., Sentinel. 


The Trunk Railway. 

News from England.—We understand that the 
last English mail has brought advices from Mr. 
Hincks, and we are happy to learn that Canadian 
credit never stood higher in England than it does 
at present. It affords us additional gratification to 
be able to state that Mc. Hincks anticipates no dit- 
ficulty in making such arrangements as will ensure 
the speedy construction of the Great Trunk rail- 
way trom Halifax throughout the entire length of 
the Province. 

We have reason to believe that action has been 
taken by the Canadian government to ensure the 
commencement of the survey of the whole line 
within a very short period.— Quebec Gazette. 





Indiana, 

Indianapolis and Bellefontaine Railroad.—We 
learn that the proceeds of the Indianapolis and 
Bellefontaine road, for the last three months, has 
been over 200 per cent more than for the corres- 
ponding months of last spring, with only 14 miles 
additional track in use, and that the business on 
the line is daily increasing. The first train from 
Yorktown (adding another section to the road) 
came down last Tuesday morning, witha full com 
plement of freight and near 100 passengers. The 
track laying and ballasting are progressing, aad 
the expectation is to complete and open the road to 
Muncie, 54 miles from our city, by the Ist of June; 
when we may look for a first style railroad ride 
and celebration, on the grand event of connecting 
our Muncie neighbors with the Capital.—Siale 
Journal, 





Eric Canal, 

An jnteresting exhibit for several years of the 
average tonnage of the boat, of the time necessary 
to make a passage, and the cost to bring a barrel 
of flour from Buffalo to Albany. of the lockages at 
Alexandet’s Lock, and the total tons delivered at 
tide water from the Erie Canal, and of the total 
tolls, is as fellows: 
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A comparison of the results of last year’s busi- 
ness with that of 1841, ten years ago, shows that 
while the boat has nearly doubled its capacity, the 





time necessary to make a passage from Butfalo to 
Aloany is diminished half a day, transportation is 
cheapened 30 per cent, or 22 cents on a barrel o! 
flour; and that while the lockages at Alexander’s 
Lock have increased only 33 per cent, the tons ar- 
riving have increased 200 per cent. And that tho’ 
the tons arriving from the Erie canal Jast year are 
77,000 more than in 1847, the lockages are 3,600 
less, 

It is proper to state that the average tonnage ot 
the boat and the time necessary to make a passage 
from Buffalo to Albany, as put down in the forego- 
ing statement, was ascertained in this way: The 
Collector at Albany kept an account showing the 
boat each day of the largest tonnage which made 
the passage in the shortest time, as shown by the 
dates on the clearance of the buat. The result for 
the year of the average of the statements is put 
down opposite each. ‘The time may be less than 
the actual performances of lines of boats, but being 
made on the same principle for each year, it fur- 
nishes a just comparison of one year with an 
other. 

The average tonnage of all the boats registered 
in the last ten years, is about 70 tons, which prob- 
ably approaches the average tonnage of the boats 
now in existence. Assuming the number of boats 
te be 4,047—average tonnage 70—and it gives as 
the total tonnage of all existing boats, 283,290. 

By the data used in arriving at the above, it is 
found that of the 4,047 boats existing, there are— 


Average Total 
Tonnage. Tonnage. 





BONS bic dsns dees Oe 70 75,250 
Decked scows..... 1,279 70 89,775 
Lake boats........ 655 70 47 950 
Bull heads........ 382 77 29,414 
Line boats........ 504 69 33,916 
a ee 62 32 1,984 

ee 4,047 283 290 


The total number of boats as ascertained by 
count in 1844, 1847, 1848, and in 1852, by esti- 
mate with their tonnage capacity, and the tonnage 
delivered at tide water from the Erie canal, is as 
follows : 
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1844 ....2,125 117,453 799,816 28 219 
1847....3,991 266.260 1,431,252 43,957 
1851....4,047 283,290 1,508 677 40,396 


It is seen that the total number of boats and their 
aggregate tonnage capacity, the tons delivered at 
tide water, and the lockages at Alexander’s lock, 
are about the same in 1847 asin 1851. In 1847,a 
portion of the locks between Albany and Syracase 
were single, now they are ali double. 

The number and tonnage capacity of the boats 
built and registered in each year, since 1843, has 
been as follows :— 


Boats. Tons. 

Tonnage added in 1844 378 24,360 
ie " 1845 297 19,7381 

“ i 1846 477 34,630 

x5 =e 1847 1,466 110,745 

s 1848 457 33,815 

" " 1849 215 16,370 

a “ 1850 152 12,260 

on = 1851 213 18,450 


As the representative of down freight, or freight 
from the west, in reference to the cost of transpor- 
tation, it has been usual to take a barrel of 216 lbs; 
and as the representative. of up freight, or freight 
going west, 100 lbs. of merchandise. To show 
what have been the variations in the price of trans- 
portation of up and down freight between Buffalo 
and Albany, the following tables have been con- 
structed,.giving the average price in each month 
of each year, from 1830 to 1851, both years inclu- 
sive. The tables have been prepared with a good 
deal of care from the books and shipping bills o! 
the principal shipping merchants at tide water.— 
The tables give also the average for each season, 
and distinguish between the toll which goes to the 








State, and the freight or amount over toll, -which 
goes to the carrier. They are as follows:— » 


Up freight per 100 lbs, from Aibany to Buffald. 
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Down freight per bbl. 216 lbs. from Buffaloto A 
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Tot.1665 1564 1494 1465 1525 1613 1824 1602 802 797 
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The tons arriving at tide-water from the Erie 
canal, the yearly lockages at Alexander’s lock, and 
the average annual whole charge on a barrel of 
flour from Buffalo to Albany, is as follows: 
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A A 33,431 67 


¥847......... 1,431,252 43 957 77 
1848......... 1,184,337 34,911 58 
1849,........ 1/266,724 36.918 56 
1850......... 1,554,675 38,444 58 
1851..... 0.6. 1,508,677 40,396 49 


In 1841 the canal commissioners estimated that 
an addition of 225,000 tons to the down tonnage ol 
1840, would exhaust the capacity of the Erie canal. 
Not merely 225,000, but 1,041,362 tons have been 
added to the down tonnage of the Erie canal, and 
the average freights are 30 per cent less with an 
afrival of 1,508,677 tons at tide water in 1851, than 
with an arrival of 467,315 tons in 1840. 


ee 
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Saturday, May 1, 1852. 
Fairbanks’ Railroad Séales. 

We have had occasion of late to call the atten- 
tion of our readers to these Scales, and although 
aware of the practical importance to the railroads 
and to the public, of having upon these thorough- 
fares the most perfect and reliable measures of 
weights, we have not until recently known any 
thing of the great number furnished by these man- 
ufacturers. 

We would refer our readers to our advertising 
columns for a catalogue of the different railroads, 
furnished exclusively, or nearly so, by the Messis. 
Fairbanks & Co., who employ some 200 workmen 
in this important manufacture. 

The quaniity required by some of our most im- 
portant railroads is large. 

The Messrs. Fairbanks have constructed during 
the past year a large number of their 30 and 40 
ton track scales for the New York and Erie, the 
Michigan Southern, and other great western lines, 
besides the ordinary Depot Scales and Portable 
Scales at the termini, and the way stations, along 
the lines. 

While speaking of Railroad Scales, we may no- 
tice their still more massive Weigh Lock Seales, 
for weighing bozts with cargoes as high as 400 
tons. 

The Messrs. Fairbanks have in operation at the 
two most important points on the Erie canal—Al- 
bany and West Troy—two of these mammoth 
weighing machines, which have given great satis- 
faction to the canal commissioners and other offi- 
cers. 

They have also in operation two nearly as large 
on the Delaware and Hudson canal, one on the 
Tide Water canal, one at Cleveland, Ohio, and 
three others in course of construction for the Ohio 
canals, one near Cincinnati, one at Toledo, and 
one at Carroll. 





Iron, 

The following result of an experiment of coup- 
ling chains, lately made at Manchester, England, 
by the London and North Western railway com- 
pany, will be interesting to the consumers of iron: 

Best Staffordshire iron—First experiment— 
Diameter of chain 1} inch. 
Stretched 3} inches. 

Broke with 27 tons, 10 cwt. 

Best Staffordshire iron—Second experiment. 
Diameter of chain 1} inch. 
Stretched 4% inches. 

Broke with 25 tons. 

LOW MOOR IRON. 

Diameter of chain 1} inch. 
Stretched 7 inches. 

Broke with 55 tons, 16 cwt. 


The Staffordshire iron was made expressly for 


Dubugue and Keokuk Railroad. 

The Dubuque Herald contains an abstract of the 
report of the survey of the northern portion of this 
line, with estimates of the cost of constructicn from 
Dubuque to Cedar Rapids. This distance is divid- 
ed into three divisions, “ for convenience in arrang- 
ing report and estimates :” first, from Dubuque to 
Cascade 26:1 miles; second, from Cascade to Ana- 
mosa, 22'4 miles; third, from Anamosa to Cedar 
Rapids, 226 miles—making the whole distance 
7\'1 miles. Mr. Eaton states, that “ the topograph- 
ical features of the country traversed by this route, 
vary materially from those of any other western 
country over which railroads have been projected 
or made; inasmuch as the line crosses several] 
streams, between and parallel with which are 
ridges, having an elevation much above the streams. 
By glancing at the map of Iowa, it will be per- 
ceived that in the eastern portion of the State there 
are many tributaries to the Mississippi river, all 
of which have a southeasterly direction, while the 
country east of the river is not so watered; const- 
quently, the construction of railroads east of the 
Mississippi, is not as expensive as in the eastern 
part of Iowa.” 

As a compensation for the greater cost of this 
road, than the average of western roads, the report 
says: “ Itis apparent to all, that railroads cannot be 
constructed so cheaply over this rolling country, as 
upon the level praiiies of Illinois. I believe this 
undulating surface is the best guarantee that na- 
ture can give for the rapid growth of jour State. 
The farming is and must continue of greater im- 
portance than any other. If the agricultural inter- 
ests are in a prosperous condition, the State must 
flourish; while without it, every branch of indus- 
try and enterprise must languish; and although 
the construction of a railroad is attended with more 
expense than over the level country, the cause for 
this increased outlay, is the same that gives to 
lowa greater attractions for farming purposes, than 
to any other western State.” 

The estimated cost of building the road, includ- 
ing the superstructure is, for the first division, per 
mile, $18,887 39. For the secend division, per 
mile, $15,377. For the third division, per mile, 
$17,883. This makes a total cost of $1,241,560. 





Maine. 

Through Construction of the Atlantic and St. 
Lawrence Railroad.i—We are gratified in being 
able to announce, seys the Portland Advertiser, 
that final arrangements for the connection of the 
Auantic and St. Lawrence railroad with tie asso- 
ciated company’s road in Canada, have been von- 
suinmated, and definite contracts for that purpose 
were concluded and exchanged, in Portland, on 
Saturday last. These transactions embrace full 
contracts with Mr. John M. Wood, Exq., our effi- 
cient and enterprizing contractor, by which the ear- 
ly construction of the sixteen miles between Island 
Pond and the boundary line is provided for. The 
work of grading that portion will commence as 
soon as the stakes can be put down. 

The immediate execution of these contracts on 
the part of the Canadian company, was entrusted 
to a committee with full powers, consisting of Wil- 
liam Molson, Esq., the Vice President of that 
company, and the Hon. George Moffatt, who were 
in that city- several days of last week, accompanied 
by Mr. Gzowski, the Chief Engineer, and Mr. 
Webster, the Secretary of the company. Thevery 
satisfactory conclusion of the arrangements refer- 





the trial. 





for the manifest interest of the two companies, and 


red to, is due not only to the sentiment of what is) 





in accordance with their uninterrupted harmony 
for six years past, but also to the very high per- 
sonal character of the gentlemen to whom, in this 
instance, as uniformly, at all other times, the con- 
cerns of the Canadian company have been en- 
trusted, 





Pennsylvania Railroad, 

We stated some time since, upon the authority 
of Pennsylvania newspapers, that the above com- 
pany, during the recent press of business, refused 
to forward over their road, merchandise not pur- 
chased in Philadelphia. In reply to these charges 
the company state that they only refused to take 
merchandise from other places than their ware- 
house in Philadelphia; that being unable to for- 
ward all that offered, they were obliged to adopt 
the above regulation, to ensure order and regulari- 
ty in the business operations. The company state 
that all goods sent to their warehouse, were for- 
warded in the order received. 





Lawrenceburg and Upper Mississippi R. R. 

We give in another column the advertisement of 
sale of the bonds of the Lawrenceburg and Upper 
Mississippi railroad company. 

The proposed road will, in connection with the 
Ohio and Mississippi railroad, open a railroad 
communication, by the shortest practicable route, 
between Cincinnati and Indianapolis, the capital, 
and the commercial and geographical centre, of In- 
diana. Indianapolis must become one of the lar- 
gest inland towns in the west. It is to be the ter- 
minus, and point of intersection of eight extensive 
lines of railroad. The business resulting trom 
these railroads alone must build up a town of 50,- 
000 people. The line that shall connect this town 
with Cincinnati, the commercial emporium of the 
Ohio valley cannot fail to become one of the best 
projects in the country, The above road will torm 
a part of a great through line to St. Louis and 
Chicago. It can be built at about the average cost 
of western railroads It traverses one of the best 
portions of Indiana, and must enjoy a lucrative lo- 
cal traffic. On the whole, we cannot name a road 
possessing better prospects. 





Rutland and Central Vermont Railroad. 

The Montreal Gazette says it is informed that 
an understanding has been entered into between the 
Vermont Central and Rutland and Burlington rail- 
roads, by which the latter will make use of the 
Vermont and Canada road from Burlington to 
North Alburgh, where they will construct a pier, 
and whence their passengers having crossed the 
lake, will be forwarded to Montreal by the Cham- 
plain and St. Lawrence railroad, 


The Canal Railroad, 

A public meeting was recently held in Spring- 
field, for the adoption of measures to enlist the in- 
fluence of the town in favor of the application which 
comes again before the Legislature at the present 
session, to authorise the diversion of the northern 
terminus of the Canal railroad from Westfield to 
Springfield, so as to give a direct line of communi- 
cation from the latter place to Hartford, independ- 
ent of the existing New Haven, Hartford and 
Springfield road. This change of line is of course 
opposed by the people of Westfield and Northamp- 
ton, [to which latter place it has been proposed to 
extend the line,} on the ground that it will defeat 
the object of a more direct communication with 
New Haven and New York than by way of Spring-. 
field. The meeting adopted resolutions favorable 


to the project of making Springfield the northern 
‘termination of the road. 
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Tennessee. 

Nashville and Chattanooga Railroad.—The 
Nashville Banner says that the Nashville and 
Chattanooga railroad is now completed over seven- 
ty miles. It cannot do the business as fast as it 
crowds upon it, such is the astonishing increase.— 
They are providing additional cars and locomo-. 
tives as rapidly as possible. Large piles of freight 
make head at the different depots and way sta- 
‘tions 





Railroad Lanterns, 
Our readers will find an advertisement of every 
variety of railroad Lanterns in another page. 





Stock and Money Market. 

There has been a good degree of uniformity in 
the stock market for some weeks past. Money re- 
mains very abundant, and there is a gradual im- 
provement in nearly every kind of securities. At 
the going rates, there is no difficulty in obtaining 
money for new projects that promise well. Prices 
of course vary according to the strength and pros- 
pects of the concern, Our railroads are attracting 
increased attention both at home and abroad, and 
at the current rates their securities offer better op. 
portunities for investment than anything else. 

The following statement will show the amounts 
of revenue from customs, collected at forty-three of 
the principal ports of the United States, from the 
first of July, 1851, to 3lst March, 1852, and the 
comparison with that of the corresponding period 
of the preceding year: 


1850-51. 1851-2. 
New York...........$24,375,012 $22,121,112 
Boston ......-se00--. 4,924,400 4,711,473 
Philadelphia......... 2,830,899 2,890,043 
New Orleans......... 1,777,682 1,896,471 
Baltimore............ 776,380 800,742 
Charleston, 8. C...... 501,388 455,263 
San Francisco........ 596,931 1,779,945 
Se. Lowis.... cove cece 142.406 197,990 
Portland...........+. 142,169 180,321 
Savannah ........... 159,602 113,632 
Salem 2... see eeeees 117,970 89,429 
Mobile.. Sen 62,398 90,729 
Alburg, Vermont. .... 57,684 28,422 
Oswego .... .... 000. 56,259 59,746 
Buffalo ..........--. 51,240 78,021 
Richmond ........... 55,463 48,901 
New Haven......... 49,454 57,722 
Norfolk ........ 0+. 45,153 34,853 
Cleveland ........... 51,578 80,052 
Cincinnati .......... 78,712 87,517 
Louisville ........... 48,897 41,605 
Platisburgh.......... 40,396 48,585 
Petersburgh.......... 23,041 65,493 
Sandusky............ 19.913 33,580 
Eastport......+. se0+. 18,305 14,163 
Gloucester, Mass..... 17,244 14,085 
New Bedford......... 15,832 16,763 
Providence .......... 30,849 22,423 
Bristol .... cece seccce 17,209 11,991 
New London ........ 15,604 7,781 
Rochester ........... 11,284 9,377 
Lewiston ............ 11,595 18,215 
Ogdensburgh ........ 12,320 16,878 
ree 23,545 23,921 
Nashville ........... 10,085 55,844 
Pittsburgh, Penn..... 2,177 12,356 
Chicago........ see. 4.861 2,186" 
err Te 11,214 6,683 
Wiimington ......... 11,270 19,174 
Cape Vincent........ 6,114 15,521 
Newburyport......... 3,061 12,530 
Georgetown, D. C.. 9,936 13,022 
Alexandria, Va...... 5,724 27,686 
Sackett’s Harbor..... 1,950 12,483 


It will be observed that there is a decrease in the 
ports of New York and Bostcn, and a slight in- 
crease in those of Philadelphia, Baltimore and N. 
Orleans. The greatest proportionate increase is 
in San Francisco. The inland ports generally ex- 


We are gratified to learn that the Lawrenceburg 
and Upper Mississippi railroad company have 
made a satisfactory arrangement for 8.000 tons of 
rai!s, enough to complete their entire road to Indi- 
anapolis. About 1,000 tons of this purchase will 
be shipped west from this city immediately, and the 
residue will be delivered at New Orleans with all 
convenient dispatch, to enable the company to lay 
down 63 miles of the track this fall, and the resi- 
due to Indianapolis early next season. 

The receipts of the Sandusky and Mansfield rail- 
road for March, 13852, were as follows: 





PAMOOGD. ci iid ei ow tile die die divs $7,812 91 
PUCURMR nnd cacis ines ens neccaeaqenes 19,419 55 
-Total, March, 1852.... 0... seen cece $27,232 46 
The whole number of passengers car- 
Tied in Match is. .... .ccc cscs cocccs 9350 


The following is a statement of the correspond- 
ing month, 1851: 
Passengers. .... ccce cece cece cece secce $4,776 25 
PIO ie oo ood ebb ccdedetdiads sees 12.574 06 


Total, March, 1851... .... esse eees $17,350 31 








Increase, over 50 per ct.........-++- $9,882 15 
Whole No. of pas., March, 185!1..........-- 5,328 
Increase nearly 100 per cent...... veee cee 4,022 


The gross receipts of the Virginia Central rail- 
road company for the six months ending first of 














CITY SECURITIES—BONDS. 


Brooklyn 6'8.. 44 cess sees ceeeeceees sees cone! 

Albany 6’s, 1871- apg spe mg age 
Cincinnati 6’s. ape 0cts + ateme cmeine quan 
es ST Uta 2 the odec ches acdus auanmnen coos wae 
Louisville 6's 1880) 2. a Te 8 eS 94 
Pittsburg 6's, 1869-1871 ..2. 25. seek eee occe 
New York 7’s, 1857.... 2... sees enee ehecoseeee 
New York 278, 1606) Titles ccsccancance aves uo gen 

EUGW ORM OU SEIT Ble és cen cece cpansee 

New York h’s, 1890............ Cece cdusbene 1034 
Fire loan 5’s, 1886 .. A Setar pe ete 
Philadelphia 6's, 1876-90. . beisesial ida e SMD 
Baltimore 1870-’90.. errrerrrer Te Ti. || 
Boston 5’s.. wasadiar aete = s<enee 


RAILROAD BONDS. 
Erie Ist mortgage, 7’s, 1868.... 0.02 e00. coos ll 7} 


Erie 2d moctgaze, 7’s, 1859... n+ coeneonqanen Hane 
Erie income "Ps, 1855... .... coe cane ace OTE 
Erie convertitie bonds, 7s, 1871. vigtacced coos OO 
Hudson River Ist mort. 0 7s, 1869....... .. ..106 


Hudson River 2d mort., 7’s, c’. ergener vee OF 
New York and New Haven 7’s, 1861... .000104 
Reading 6's, (870.. 2 eee cece cece ces SOR 
Reading mortgage, O's, a 

Michigan Central, convertible, 8’s, 1860.....1044 


Michigan Southern, 7's, 1860 .... 0.0.65 eos 06 
Cleveland, Col. asd Cin. 78, 1859.2... .000 +1044 
Cleveland and Pitsburg 7 S; Seevaads Cagudn 964 
Ohio and Pennsytvania 7 70, BOOB none copeuin 99% 
Ohio Central 7’s, 1861.0... 0... cece cece coos 944 


RAILROAD STOCKS. 
[correcr ED FOR WEDNESDAY OF EACH WEEK.] 


Said * 28, And 21. 





April show an increase of $19,185 40 over the cor- Albany and S::henectady. ......100 
responding amunete of the aimee year. Boston and Maine............. 1054 1054 
we — | eee ae 1085 109 
e| Boston and Worcester......... 101 101 
Railway Share & Stock List; Boston and Providence ........ 88° Bt 
CORRECTED WEEKLY FOR THE Baltimore and Ohio ........... 7 is 
AMERICAN RAILROAD JOURNAL. | Baltimore and Susquehanna.... 32 32 
Cleveland and Columbus....... — _ 
NEW YORK, MAY 1, 1852. Columbus and Xenia.......... — 
Camden and Amboy....... "146 1423 
GOVERNMENT AND STATE SECURITIES. | Delaware and Hudson ; ‘canal).. 112 111 
U. 8. Be, (GBS ccc cede sccsiccessces sece secs SEE PGI i ano Sewsidn dete d'd0 37 88 963 97 
U.S. 6's, MD ax cccencaieenens 4s.sens tedgeeer WE AR ncinesscdcedcode cele oe 882 £94 
U.S. 6's, | eee ee 0 ine cemttinnn ahead 99} 98 
U.S. 6's, 18G62—COWUPON 2.00 v00e cece voce cece 114 | Pitchburgh .... 000... 2 cece coos 1034 1043 
WD. Bi Gey TBE. cccseccinced vdcescce cece cece BED 1G sca sees ocad Shia Sense, _ pe 
U.S. 6's, NAD nd SEs ee dclicwedcineveidad 1183 | Georgia Central............... _ — 
U.S. 6s, wihlomepnee bene nce cece cue eens 120 | Harlem..... be savicc spe Seeses 743 754% 
Indiana 5’s........ ls ci ai Sih ttc oat ee 1144 1144 
Indiana 23.. w ceeeceeececeeeeecees 49 | Hartford and New Haven...... 128 123 
e Canal loan es. Nawiectecaddmeceaneaur 89 | Housatonic (preferred)......... 35 35 
“Canal preferred 5’s........+++++0+.. 444) Hudson River.............. --. 68 645 
MA: OP diac s cdiedalne 060n VHCe Ween B4<6 91a92 | Little Miami .... Jedd ts AS. J and 
Diltmole: Ge, 1OET cc cecce cus cétdcccccncdde eo, LE nacacscusniiainh 212 214 
Ulinols Ge—interest «20. .0ce coce cece cccec ccs S6h | MOE MIVEP cece cece ccccecces ome _— pe 
Kentucky 6’s, 1871. + seeeeeeeceee eee. 109 | Madison and Indianapolis... .. 100 1003 
Massachusetts sterling EATERS 105 | Michigan Central............. 98} 974 
Massachusetts 5’s, Mads nbck citentonisitenn 1003 Michigan Southern............ 115 1144 
Maine 6’s, laa ilk ala iat ia New York and New Haven,... 112 111 
Berrian 8.600 ccs cvccce cone epee cace sess OW, | I Conn cckebecasinends 132 132 
Michigan .... c.c0 coce cece cove cove cece cece Nashua and Lowell...........,106 106 
Mitesioni ppt... 2.60. cece ccc ccccccecs tece ce —| New Bedtord and Taunton Seeee 117 117 
New York 6's, 18564-5....... cccecss cece cece 103 | Norwich and Worcester........ 58 58; 
New York 6’s, 18: 0-61-62... 0... cece eeeees 1103} Ogdensburgh ..........02.e00. 26% Q73 
New York 6's, 1864-’65.... ..s.ceeee cece coe 1154| Pennsylvania.... ........ 000. 433 434 
New York 6's, } y., 1866... 0... .c00 coon ceces 1154 | Philadelphia, Wilm’gton & Balt. 29 
New York 5}’s, 1860-61 .... 0... .cscccecces 106 | Petersburg . ......... sees cesses _ 
Now Yorls 09's; 1008 6.66 604 ccce cede sesiive 1064 | Richmond and Fredericksburg... 93 93 
New York 5’s, 1854-’55.. + ++eeeeeeeeee ———| Richmond and Petersburg... .. 35 
New York 5’s, 1858-’60- inesstukeunnscaee RD NR. in dinensitateninianm, 75 74 
TRO Wt OB, 1B ece cave copecvecevecess 105 | Rochester and ee ey ee 117 
New York 4}’s, 1858-59 ’64........ cee eee 97 | Stonington ............0... 57 563 
Canal certificates, 6’s, 1861................. 106 | South Carolina........-.... Wg _ 
Ohio 6’s, 1856 > | Syracuse and Utica............ 126} 128 
Ohio 6's, Taunton Branch.............,115 115 
Ohio G's, Utica and Schenectady naeeetieds 131 131 
Onio G's, Vermont Central...........0.. 194 194 
Ohio 5's, Vermont and Massachusetts.... 204 20 
Ohio 7 shakes nave coun teak Virginia Central.............. 40 40 
Pennsylvania 8. Bastaparhoees se0s si+~'s<s 93 | Western ..... 103} 103} 
Pennsylvania 6’s, 1 te enetinnih 101¢) Wilmi “ha 
Penney! tvania 6's, 1879.22. ..0. cece cces cece 108 wae snd Raleigh = be _ 
Tenriesse6 B'S, o.oo. cc vest cots ceedecewccce ST Zinc Paint. 


Tennessee 6’s, 1880 COCR OTe THe eee Eee ees 106 





hibjt a very latge increase. 





Virginia 6’s, 1886,,.. eee CH e er ee ee se FEee oes L1O} 


vertisement of Zinc Paint-in another column. 
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The attention of our readers is called to:the Ade 
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“Philadelphia, Wilmington and Baltimore 
- Railroad. 
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‘We learn from the 14th annual report of the di- 
rectors of this road, that the receipts for the year 
‘ending Nov. 30th, 1851, were $580,723,68. The 
expenses of the company were $379,199,36; leav- 
fing a balance of $201,524.32. The receipts of the 
Wewcastle company during the same time were, 
$137 286,74 ; expenses $133,993,10; net earnings 
$3,293,64, which sum added to $201,524,32, makes 
a joint surplus cf $224,817,96 for the two compa- 
ties. After deducting $135,905 for dividends paid, 
and $67,926 for additions to the renewal fund, a 
sarplus of $986,96 remains, which, added to the 
balance of revenue per last report, produces the sum 
of $55,198, 16. 

A comparison of the foregoing revenue with that 
of the year preceding, shows an increase in the 
aggregate on both lines of $27,355,93. This in- 
crease would have been larger had there not been 
a slight falling off in receipts up to August Ist., oc- 
casioned by the reduction of fare during the winter, 
irom $4 to $3. This reduction of 25 per cent. re- 
quired an increase in the travel of 33 1-3 per cent. 
to give the same amount of money as the fare of 
$4. 

From December Ist,, 1849, to April Ist., 1850, the 
whole number of passengers paying $4 each, was 
25,6693, who paid in all $102,679. From Decem- 
ber Ist., 1850, to April Ist., 1851, the whcle num- 
ber paying $3 each was, $31,1124, who paid in all 
$93,337,50, showing a falling off of $9,341,50, or 9 
1-10 per cent. 

The whole number of through passengers on the 
railroad in 1850 was 113,941, paying $340,000.— 
The whole number in 1851 was 122,966, paying 
$334,000, showing a loss during the year on re- 
ceipts from through travel of $6,000, and a gain in 
the number of through passengers of 9,018. 

The whole number of way passengers in 1850 
was 208,891, paying $106,634. In 1851 the num- 
ber was 237,629, paying $117,768; showing a gain 
in the receipts from way travel of $11,134, and a 
gain in numbers of 28,738. 

The receipts from freight and expenses in 1850 
were $61,914 16; in 1851 $83,259 93; showing a 
gain of $21,345 77 from freight and expenses. The 
receipts from mail and other sources in 1850 were 
$44,851 68 ; in 1851, $45,695 19, showing a gain 
of $843 51. Total gain inthe receipts on the road 
for 1851, $27,323 84. 

Quite a large appropriation has been made to 
the renewal fund during the past year, which, to- 
gether with the new works and improvements 
charged to current expenses, amounts to upwards 
of 24 per cent on the capital stock of the company. 

During the past year, the road has been relaid 
with heavy T rail, at a cost of $258,790, in order 
to mect the exigencies of a constantly increasing 
business, The company have also erected a new 
station house at the corner of Broad and Prince 
streets, Philadelphia. This building is 400 feet 
long by 150 wide, and is believed to be one of the 
most commodious passenger houses in the United 
States. 

The total debt for improvements is $346,477 22, 
which will he required at different times within 
the next two and a half years. The company ex. 
pect to provide for this sum in part as follows:— 
Firstyby adding yeariy to the renewal fund the 
amount of $67,926 00; second, by annually saving 
in expenses the sum of $35,000, a saving to be ef- 

fected by the improvements for which the expendi- 
ures‘are made. These two sums added together 


make an annual appropriation of $102,926, which 
in two and a half years will amount to $257,315. 
Deduct this amount from the debt for improve- 
ments, and there is left $89,162 22. Should the 
prospects of the road continue as favorable as they 
now are, all this can be effected, and a rate of div- 
idend, at least equal to the present, be maintained 
in the meantime. 





Portland and Montreal Railroad. 
We learn that the final location of the line of 
the Atlantic and St. Lawrence railroad, and of the 
St. Lawrence and Atlantic railroad has been 
agreed upon by the two companies, through the 
northern part of Vermont, and that the work is in 
progress over the whole line. 

In approaching the point cf junction for these 
roads, several routes were proposed, either of which 
afford favorable gradients, but involving a varie- 
ty of considerations calculated to affect the inte- 
rests of the two companies. 

The people of Stanstead and at the Derby line 
have extended every possible influence to have the 
line carried by their route. Some delay has con- 
sequently occurred in agreeing upon the place of 
junction and connection of the tworoads. Some 
half dozen lines east of Derby have been proposed 
and examined. 

The final location has been made by the way of 
‘Island Pond,” as it is called, following the west 
branch of the Nulhegan river, and crossing the 
summit in the town of Brighton, Vermont. The 
Montreal company extend their line some 14 miles 
into Vermont by an arrangement between the two 
companies, making the point of junction at Island 
Pond, near the line dividing the townships of 
Brighton and Warlock. By adopting this route 
the distance of the whole line between Portland 
and Montreal is 290 miles. The increased dis- 
tance over the more eastern routes is more than 
compensated by the more favorable grades secured 
by the Isiand Pond route. Of this 290 miles, 150 
miles are built by the Portland company, and 140 
miles by the Montreal company. 

The point of junction at Island Pond seems like- 
ly to become a most important locality, from the 
fact of its being the half way station between Port- 
land and Montreal. At this point, also, the Pas- 
sumpsic railroad will be able to form a connection 
with Maine and Canada, by extending their line 
through Burke and Newark to the same common 
junction, a distance of 29 miles from St. Johns, as 
a favorable route is said to have been ascertained 
therefor. From the same common point it is pro- 
posed to extend a line to Rouse’s Point, under the 
charter of the Missisquoi railroad, which has been 
authorized to extend its line from Lewiston, on 
Lake Champlain, to a point of junction and con- 
nection with the Passumpsic and the Atlantic and 
St. Lawrence railroads at Island Pond. 

A glance at the map shows the great advantages 
to the upper part of Vermont, and in fact of Cana- 
da and all New England of the arrangement of 
these great lines. We know of no place in New 
England where so important a point can be shown 
as a railroad centre. 


From Island Pond to Portland is... ....150 miles. 
a ys Moutreal:........ 140 * 
Quebec..........163 “ 
3 Bnd: isos nschanee. 
E - New York........354 °“ 
Rouse’s Point..... — 
By extending a line from Rouse’s Point to Port- 
land the distance is but 210 miles, while from 


Rouse’s Point to Boston the distance is 296 miles 


ia “ 


“ tc 








ee 
by the Fitchburg route, and 286 miles by the Con- 
cord route. 





Railway Gauge in Canada. 

The Great Western railway company of Canada, 

has finally adopted the medium broad, or the 5 feet 
6 inch gauge—so that this gauge is now establish- 
ed for the trunk lines throughout British North 
America. 
We do not propose to engage in the discussion 
of the comparative merits of the gauges, but note 
the fact as an interesting item of railroad history. 
which will exci‘e more and more attention as the 
influence of this decision is more clearly developed 
by subsequent results. We have carefully watch- 
ed the history of the gauge question in Canada, as 
the discussion of its merits has progressed, and we 
think a briet statement of these matters may not be 
uninteresting to our readers. Until the building 
of the Portland and Montreal railway, the gauge of 
all the New England roads was 4 feet 84 inches, or 
what is called in England the narrow gauge. The 
plan of the Portland and Montreal road contem- 
plated a commercial line over the most direct route 
from the St. Lawrence river to the Atlantic Ocean, 
and the route proposed piaced this line in a position 
of comparative independence toward the railway 
system which had its centre of operations at Bos- 
ton. The two companies in Maine and Canada, 
after a long discussion, agreed upon the gauge of 
54 feet as likely to secure to them the greatest ad- 
vantages, taking into account the position of the 
two cities of Portland and Montreal, and the char- 
acteristics of the line. A, C, Morton, Esq., the En- 
gineer of the two companies, on whose recommen- 
dation. the 5} feet gauge was adopted, had been con- 
nected with the Erie railruad, and advised a 5§ in 
preference to the 6 feet gauge adopted by the Erie 
road. 

After an agreement between the two companies 
establishing this gauge was consummated, ap at- 
tempt was made to defeat it, by the passage of a 
law in Canada, in 1847, establishing the narrow 
gauge. This movement originated in Boston, in 
connection with some of the officers of the Mont- 
real and Lachine railroad company. ‘The general 
law fixing the gauge of railroads was not carried 
through Parliament, but an amendment to the char- 
ter of the St. Lawrence and Atlantic railroad com- 
pany, passed July 28th, 1817, referred the question 
of gauge to the decision of the Governor General 
in Council; it declared that in case no order in 
Council to the contrary was passed within six 
months, the gauge of 4 feet 8} inches should be the 
gauge of that road. It was understood at that time 
that a dispatch from the Home Government had 
advised the Governor General to adopt measures, 
to secure uniformity of gauge in all the Provinces. 

Under these circumstances, unusual importance 
was attached to the decision of this question, and 
the two companies between Portland and Montreal 
united in an effort to retain their gauge of 5} teet. 
The whole question of gauge was fully discussed, 
and the readers of the Journal in 1847 recollect the 
report of Mr. Morton on this subject whieh was 
published at full length at thattime, A delegation 
from the Lower Provinces was consulted on the 
question, and a final decision had in the autumn of 

1847, establishing 54 feet as the gauge of the Port- . 
Jand line. In Major Rubinson’s report in1849, on, - 
the Quebec line, he advised a gauge of 5} feet for. 
that road, mainly on the ground of its adoption for 
the Portland road. 

No law has yet been passed in Canada establish- 
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“yng the gauge for railways. 
‘the St. Lawrence, connecting with the roads of 
New York and Vermont, are built on the 4 feet 8} 
inch gauge. In 1851 a general railway act was 
passed in Canada. The railway committee rc 

ported a section in their railway clauses bill, es- 
tablishing the gauge of 54 feet. This clause was 
striken out of the bill, before its final passage, and 
the question of gauge left open at the request of the 
friends of the Great Western railway company of 
Canada. 

Bat in the facility bill providing assistance for the 
trunk lines of railway through Canada, the ques- 
tion of gauge was left to the decision of the board 
of Railway Commissioners, consisting of the In- 
spector General, the Receiver General and the 
Chief Commissioner of Public Works. j 

The Ontario and Simcoe railroad, from Toronto 
to Lake Huron, adopted the 54 feet gauge, but a 
strong effort was made t9 allow the narrow gauge 
on the Great Western railway of Canada. The 
narrow gauge lines from Albany to Buffalo, and 
the Michigan Central railroad company have made 
various proposals to aid the building of the Great 
Western, thereby securing the most direct line 
from Detroit to Albany and Boston. 

The first distinct intimation of the policy of the 
Canadian government in regard to the gauge of the 
Great Western road was in the speech of the Hon. 
Mr. Hincks of Canada, to the citizens of Halifax, 
in February last, on the subject of the intercoloni- 
al, or imperial lines, in which he spoke of the move- 
ments ot the Americans to control the Great West- 
ern railroad, and to lay down the narrow gauge. 
He said that fortunately for Canada, the govern- 
ment had a right to decide this question of gauge, 
and ‘‘ that 54 feet was the gauge of Canada.” 

It is understood that the Great Western railroad 
had the option of the narrow gauge, if the company 
chose to go on without claiming the government 
guarantee for one half the cost of the work. ‘The 
company finding themselves unable to build their 
line without this assistance of the government, 
have therefore adopted the Canadian gauge of 5} 
feet, and in to-day’s paper is an advertisement for 
furnishing the equipment of the line. 

In this connection, it may be of interest to note 
the tact that the Pacific railroad of Missouri, from 
St. Louis west, has adoptedthe same gauge. This 
fact we suppose will control the question of gauge 
west of the Mississippi river, so that, north of the 
Lakes and West of the Mississippi, the 54 feet 
gauge has become firmly established, and from the 
line of the Portland and Montreal railroad east, 
this gauge will predominate. The line of the St. 
Andrews and Quebec railroad is built on this gauge, 
and the friends of the European and North Amer- 
ican railway in Maine, are supposed to be commit- 
ted to it. 

As soon as the lines with rival gauges meet, a 
“war of the gauges” will arise in this country, the 
influence and the results of which we have now 
no time or disposition to discuss. 


Tennessee. 

Nashville and Chattanooga Railroad.—A late 
number of the Chattanooga Advertiser says, we 
learn from Mr. Grant, Chief Engineer on the 
Nashville and Chattanooga railroad, thatthe track 
laying is proceeding at the rate of a mile and a 
half per week on the western division. He is con- 
fident in the cpinion, that the road wiil be open for 
through travel by November next—connection be- 
ing made at the river by steamboat. 


The roads south of] 
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North Western Railroad.—The following is the 
act which has just been passed by the Legislature 
of Maryland, authorizing the city corporation of 
Baltimore to issue its bunds to the amount of one 
million five hundred thousand dollars, in aid of the 
construction of the Parkersburg railroad :— 

An Act giving certain powers to the Mayor and 
City Council of Baltimore in regard to the North 
Western Virginia railroad. 

Sec. 1. Be it enacted by the General Assembly of 
Maryland, That the Mayor and City Council be 
and are hereby authorized and empowered to give 
such aid to the North Western railroad company 
of Virginia as they may deem expedient, either by 
lending to the said railroad company the stock and 
bonds of the said city, on condition that the said 
railroad company shall pay the interest on said 
stock or bonds until the time when the said rail- 
road shall be completed and cpened to the Ohio ri- 
ver, or by a guarantee of the bonds of the said rail- 
road company. Provided, however, that the am’t 
for which said city shall be responsible shall not 
exceed the sum of one million and five hundred 
thousand dollars. 

Sec. 2. And be it enacted, That toenable the said 
Mayor and City Council to meet the liabilities to 
be incurred by them for principal or interest, under 
the authority hereby conferred vn them, they are 
empowered hereby over and above any existing 
privilege to raise money heretoture imposed upon 
them, to borrow any amount of money not exceed- 
ing one million and a half of dollars trom such per- 
sons, on such terms, and for such length of time, 
as they, the said Mayor and City Council, from 
time to time may find convenient and expedient for 
the acccmplishment of the purposes contemplated 
by this act. 

See. 3. And be it enacted, That the said Mayor 
and City Couneil of Baltimore are hereby autnor- 
ized and empowered, in addition to any power of 
taxation heretofore vested in them, tolevy upon the 
assessable property within the limits of the city of 
Baltimore, or collect by tax, according to the usual 
mode of raising money by taxation in the said city 
ot Baltimore, any sum or sums of money which 
may be necessary to pay and discharge the princi- 
pal and interest of any loan or loans which may 
be obtained by the said Mayor and City Council! 
of Baltimore in pursuance ot this act. 


Virgin 


Debt of New Orleans, _ 

The following is a tabular statement of the pre- 
sent debt of New Orleans: 
General sinking fund, old city debt. . $2,992,760 00 
First municipality ........ -. 1,057,800 09 
Second municipality.............. 2,380,502 64 
Third municipality................ 948,587 01 
LaMyelie. weupacpncsecacestceesss St, aS 





Total secs lc ce decdecece cece cece $7,871,398 94 

Of this debt a considerable portion is past due 
and maturing City bonds, to the amount of $254,- 
000 are past due, wnile the interest matured 
amounts to $256,750 ; besides which, the three dis- 
tricts and Lafayette owe nearly $200,090 on the 
same account. The Mayor in his late message 
earnestly recommends the adoption of measures 
which will provide for this debt, restore the credit 
of the city, and brighten up our tarnished financial 
reputation. 





New Hampshire. 
Concord and Portsmouth Railroad.—We Jearia 
from a relialle source, says the Manchester Mir- 
ror, that this road will be opened the whole length, 
for travel, as soon, at least, as the middle of June. 
The read is all graded, has the rails, sleepers, 


plank, and everything ready to putdown—needing 
vnly about forty working days to complete it. No 
road in New England ever contended with so ma- 
ny obstacles for so longa time, and we heartily re- 
joice that it will soon be in the “full tide of suc- 





cessful operation.” 


Rattroat law. ~~ 

Another Dec:siow npon*RusS Winans: Patent.— 

We copy the following report from the Penmsylva- 

nia Inquirer of an action recently tried ii that 

State, invulving the validity of Mr. Witans’*pat- 
ent: 


SN RT 


Philadelphia, April ¥2, ¥862. 
U.S. Circuit Court, Judge Kane— Patent Right 
Case—Rouss Winans vs, The York and Maryland 
Line Railroad Company. 

This was an activn to recover damages for the 
infraction of a patent granted to the’ plaintiff*for 
an improvement in the construction of ears, render- 
ing them better adapted to American railroads:-- 
The object of the invention is, among other things, 
to make such an adjustment of the wheels, axles, 
and connection with the body as shall eauSe the 
car to pursue a more smooth, even and safecourse, 
than it does as they are ordinarily constructed... It 
was proved to be indispensable to comfort and safe- 
ty at the speed now run by passenger trains. * The 
Jury brought inaverdict for $5,400 damages and 
costs, 

St. Georze T. Campbell and George Harding, 
for plaintiff. G. Mallory and Isaac Hazlehurst for 
defendants. 





Delaware and Hudson Canal Company, 

This company have issued their usual circular, 
fixing the prices of coal at Rondout at 35 cts. high- 
er than the prices of last year, with an advance of 
10 cents on the Ist of July next, and a further ad- 
vance of 10 cents on the Ist of September. The 
opening prices are as follows: 
Furnace lamp.... -$3 50 per ton of 2,240 1), 
Steamer Inmp.......... 360 * I 
Broken and egg......... 3 65 
Srwove cave cone cece ‘ 3 70 
Chestnut and pea........ 2 75 


Freight from Rondout to New York, 50 cents per 
ton. 
The net receipts of the Vermont and Massaeliu- 


setts railroad tor March, 1852, were... . $19,215 63 
Same month last year........seee-eee 15,096 83 
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Chesapeake and Ohio Canal, 

The Chief Engineer of the Chesapeake and Ohio 
canal, Mr. C. B. Fisk, in a communication. to. the 
editors of the National Iatelligencer, gives:anyau- 
thentic statement of the damage to the canal’by the 
late flood. He says :— ~ 


I returned last evening from the upper part. of 
the canal, having been over and seen, or received 








accurate information respecting the damage done 
to about seventy miles of it. The information thus 
j okentned, in aditiun to what I have since my_re- 
turn received from the remainder of the line, justi- 
fies ine in expressing the opinion that the naviga- 
tion of the entire line of the canal may be restored 
tor eighty thousaod dollars, and that the repairs 
| may be made in from two to three months, 

In the course of a very few days I shall be able 
to speak with more certainty and confidence, both 
in regard to the amount of damage and time re- 
quired for its repair. { cannot, however, be mate- 


tially in error ia the opinion above expressed. 





Extension of the Baltimore and Ohio 
Railroad. " 


The Wheeling Gazette of Thursday says: ‘We 
saw several of the contractors in town yesterday, 
from along the line of the Baltimore and Ohio rail- 
road. They all agree in saying that the work is : 
progressing rapidly, and that there ean be nodoubdt 
of their finishing up in time for running the. cars 
by the first of January next. ; 

We are gratified in announcing that the<entire 
stock of the Union line of steamboats, from Wheel- 
ing to Louisville, to commence running with’ the _ 
opening of the Balt. and Obio railroad, has been 
so taken as to combine the dest interests:ateboth - 
points and intermediate ports, 
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Pennsylvania. 

West Chester Railroad.—The stock for the con- 
struction of a railroad from this city to West Ches- 
ter, Chester county, has all been taken and the 
road will be constructed with as little delay as 
practicable. The company have sold their property 
on Broad street, known as the ‘“ West Chester 
House,” and purchased a lot on Market street near 
Schuylkill Fifth Street, for which they have paid 
$30,000, on which they intend erecting suitable 
buildings for their passenger and transportation 
business immediately. 


New-York. 

Troy and Greenfield Railroad.—At a meeting of 
the Troy and Greenfield railrcad company, held at 
Charlemont, April 7th, J. M. Potter, Henry Chap- 
man, E. 8S. Hawks, Jenks Kimball, Erastus Rice, 
R. H. Leavitt, E.G. Lamson, Cephas Root, Otis 
Clapp, Peter Clark, J. V. C. Smith, J. L. Tucker, 
and John Porter, were chosen directcrs. A com- 
mittee was chosen in each town on the line of the 
road, to provide teams to get the tunnelling ma- 
chine from Greenfield to the mountain. The ma- 
chine is expected in Greenfield this week or next. 








AN INVESTIGATION OF THE STRAINS UPON THE DIAG- 
ONALS OF LATTICE-BEAMS, WITH THE RESULTING 
FORMULZE. 

The experiments detailed were made on a mode] 
12 feet in length, so constructed that the diagonals 
in compression [which were strips of mahogany, 
let into the top and bottom, but not fastened to 
them, and the ties which were of hoop iron chains, } 
must of necessity take their respective bearing and 
strain; and by the substitution of a dynamometer 
for any one of the ties, the strain on it could be ac- 
curately measured. 

The results of the investigation [which were 
given ina table, showing a remarkable coincidence 

tween the strains as measured and calculated] 
were, that for a parallel beam of one span, sup- 
ported at each end and loaded at the centre, the 
strains throughout the diagonals were uniform, and 
the horizontal strains were greatest at the centre, 
decreasing uniformly atthe points of support. For 

a similar beam, un‘furmly loaded over its entire 

length, the strains on the diagonals commenced at 

the centre, increasing uniformly to the points of 
support ; while the horizontal strains decreased from 
the centre to the ends, in the ratio of the ordinates 
ot a parabola. These results were arrived at by 
different methods of reasoning, and the formule 
derived from them were stated to be applicable to 


the more complex form of a closely intersected lat-| ~ 


tice, taking into consideration the increased num- 
ber of triangulations.— London. Journal of Arts and 
Sciences. 





Runaway Engine. 
“On Wednesday afternoon, the driver of an en- 
ine on the Great Northern railway, having occa- 
oo to go into the station at York, he left his en- 
tine in charge of the stoker, who, in order to save 
be as he thought, endeavored to shoot it on the 
other line. For this purpose he partially put on 
the steam, and then got off and went to turn the 
ints, intending to jump on the engine as soon as 
t had passed on tothe proper line. Unfortunately, 
wever, the escape valve closed, and away rushed 
the engine out of the station at the rate of 30 miles 
an hour, which afterwards increased to 60 miles.— 
About a mile from York, the driver of a coal train, 
who was proceeding along the down line, saw the 
-‘Tuaaway engine approaching, and he instantly re- 
versed his engine. No sooner had he done this 
than the other engine was upon him, and he and 
the stoker jumped off just as the collision took 
“place, and fortunately escaped uninjured. The 
shock produced by the opposing engines was tre- 
mendous, several of the coal waggons were com- 
“pletely shattered, and the tender of the runaway 
was forced up to the top of the engine, where it re- 


Somained fixed and firm. The damage is estimated 


at upwards of $3,000. The stoker has been placed 
in custody.—[ English paper, 








Portland and Montreal Kailroad. 

We are happy to learn, that all questions in re- 
lation to the location and place of junction of the 
Atlantic and St. Lawrence, and the St. Lawrence 
and Atlantic railroads, have been amicably adjust- 
ed, and definitely settled. Further, we learn from 
Mr Wood, that a contract for completing the hith- 
erto debatabte portion (16 miles) has been taken by 
him, and the work will progress without further 
delay, and with all proper dispatch. Our citizens 


may rest assured, therefore, that the completion of 


this great enterprise within a reasonable period, is 
now made certain. We refer to this subject, for 
the reason that the public mind has been not a lit- 
tle disturbed by certain rumors, originating in Joca] 
Interests, and propagated in anything but a friendly 
spirit. As usual, the Boston interest has been very 
busy in the matter; and as usual, they have de- 
meaned themselves for nothing. This influence 
will never cease to show itself, whenev:r and 
wherever there is a possibility of affecting this rail- 
road line injuriously. A great effort has been 
made to divert the course of the road, and make it 
sweep as far west as Stanstead on the boundary.— 
This would have been contrary to the fundamental 
articles of agreement, mutually entered into, and 
solemnly ratifiel, six years ago. This agreement 
stipulates and provides, “that in no case shall the 
point of connection and junction be further west than 
the Conticook river.” In accordance with this ex- 
press covenant, the parties have agreed to the lo- 
cation of the road in the valley of that stream.— 
Portland Argus. 





Ohio. 

Cincinnati, Wilmington and Zanesville Rail- 
road.—We have seena letter received by Mr. Tall 
madge from the President of the company, who is 
now in New York, by which we learn that he has 
succeeded in making an unusually good contract 
for 9,000 tons of-iron. This will be sufficient, we 
understand, to lay the track from the Little Miami 
railroad to this city, a distance of ninety miles.— 
~ is to be delivered in New York and New Or- 
eans. 

The recent unfavorable weather has, to some 
extent, retarded operations in the neighborhood of 
this city; but every preparation has been made to 
progress rapidly. There is now a force in the vi- 
cinity of this city, another three miles west, and a 
third in the neighborhood of Amanda. Near Cir- 
cleville some two or three miles of the road have 
been graded. In a few days the force will be large- 
ly increased, and the work pushed to a rapid com- 
pletion. It will be finished, it is generally under- 
stood, in the stipulated time, and it will be noticed 
that no delay will be caused for want of iron.— 
Lancaster Gazette. 











To Contractors. 
Central Ohio Railroad. 

EALED PROPOSALS will be received at the 

Office of the Company in Zanesville until the 
10th day of May next, for the Grading, Masonry 
and Bridging of somuch of the line of the read as 
lies east of Zanesville, and extending into Guern- 
sey county to a point about four miles east of Cam- 
bridge. 

The work to be let will comprise some thirty 
sections—embracing some tunnelling, and a fair 
share of heavy work. 

Bids proposing to receive a certain portion of pay 
in the stock of the road would be preferred; but 
such preference will not exclude the consideration 
of bids for cash payments entirely. 

Proposals may be made for the whole line, or for 
distinct sections. 

Where parties bid for the whole line it is desir- 
ed that their proposals should contemplate taking 
a certain proportion of pay in stock and bonds of 
the road. 

The line will be open for examination by the 
25th inst. 

Pians and specifications will be furnished at the 
Engineer’s Office, Zanesville. 

ROBERT MAC LEOD, 
Chief Engineer. 
N. B.—The line of the road extending east from 





the above work to the Ohio is expected to be ready 
tor examination shortly. R, M. L. 





Fairbank’s Railroad Scales. 
ONE reason why these Scales, in long use, prove 

so much more durable and reliable than any 
others, is the fact that they are made stronger and 
more massive, being capable of sustaining an amount 
much greater than their rated capacity. 

The Track Scales which have been constructed for 
the New York and Erie Road, and other Western 
Roads, being ample for sustaining Fifty Tons and 
the thrust of the cars while passing over them. 

Every variety and description of Scales required 
for Railroads and Forwarding Mouses, furnished at 
short notice, on application to the subscribers or their 


agents, 
FAIRBANKS & CO 


E. & T, FAIRBANKS & CO., 


St. Johnsbury, Vt. 


89 Water st., New York. 


The following Railroads have been furnished ex- 
clusively, or nearly so, with Fairbank’s Scales : 


Androscoggin & Kennebec, New Haven and North- 


Asbuelot 

Atlantic & St. Lawrence, 
Aurora Branch, Ill , 
Baltimore and Susq., 
Baltimore and Ohio, 

Bath Branch, Me., 

Bost., Concord & Mont’l, 
Boston and Lowell, 
Boston and Maine 

Boston and Providence, 
Brattleboro’ Branch, 
Buckfield Branch, 

Buffalo end N. Y. City, 
Canandaigua and Elmira, 
Central, Georgia, 

Central, Virginia, 
Charlotte and S. Carolina, 
Cheshire, 

Cincinnati, Clev’d & Col., 
Cocheco, 

Concsrd, 

Concord and Claremont, 
Connecticut River, 

Conn. and Passumpsic R., 
Contoocook Valley, 
Eastern, 


Essex, 

Galena and Chicago, 
Georgia 

Greenville and Columbia, 
Hart., Prov. and Fishkill, 
Housatonic, 

Hudson River, 

Hudson and Berkshire, 
Macon and Western, 
Manchesterand Lawrence, 
Michigan Southern, , 
Milwaukee & Mississippi, 
Nashua and Lowell, 
Naugatuc;, 

Newburyport, 


ampton, or Canal, 

N. Hampshire Central, 
New York and Erie, - 
N. York and N. Haven, 
Norfolk County, 
Northern, N. H., 

« N.Y., or Ogdensb., 
Norwich and Worcester, 
Old Colony 
Oswego and Syracuse, 
Peterboro and Shirley, 
Petersburg, Va., 

Philad. and Reading, 
Pittsfield and N. Adams, 
Port., Saco and Ports’th, 
Portland and Kennebec, 
Providence and Wore’tr, 
Rensselaer and Sarato, 
Richmond and Danville, 
Richmond and Petersb’g, 
Rome and Watertown, 
Rutland and Washingt’n, 
Rutland and Burlington, 
Salem and Lowell, 
Sangamon and Morgan, 
Shelbyv. and Knightst’n, 
Shelbyville and Rushv’le, 
South Reading Branch, 
South Western, Ga., 
Stony Brook, 

St. Charles Branch, 
Sullivan, 

St. Lawr’ce and Atlantic, 
Syracuse and Utic: 

Troy and Greenbush, 
Vermont Central, 
Vermont and Canada, 
Vermont and Mass., 
Western, 

Worcester and Nashua, 
Utica and Schenectady. 


Many other Railroads are supplied with Fairbanks’ 


Scales in part. 
May 1, 1852. 





To Contractors. 
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ROPOSALS will be received at the office of the 
Steubenville and Indiana Railroad Company, 
in Newark, from the Istto the evening of the 8th da 





of June, 1852, for the Grubbing, Clearing, Grad- 
ing and Mascnry of that portion of the Steuben- 
ville and Indiana Railroad between Coshocton and 
Newark, being abvut 35 miles in length, and com- 
prising some heavy cuts and fills, and a Bridge 
across the Muskingum River. 

Bids will be received in sections of about one 
mile each, or for the entire division. 

Profiles and specifications, with approximate es- 
timates of quantities, can be seen at the Offices in 
Steubenville and Newark after the first of June. 

J. BLICKENSDERFER, Jr., 
Chief Engineer. 
Steubenville, April 26, 1852. 


Railroad Iron. 

1000 TONS of an approved T pattern, 
XJ 59 lbs. per lineal yard, ready for 
delivery. Also, 1500 tons to arrive in March and 

April next. Apply to ‘ 4 

DAVIS, BROOKS & CO., 
28 Beaver street, 
January 31, 1852, Im 
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BOSTON, MASSACHUSETTS. 
MANUFACTURE 


Screw Bolts of all kinds, 
Suitable for Steam Engines & all kinds of Machinery. 

Also, Car Bolts, Bridge Bolts, and Bolts for Build- 
ings, etc., etc. 

All kinds of neat for gings of Bolts to gauges and pat- 
terns for Locomotive Engines, etc., etc. 

N.B.—This Company manufa+ture, also, the most 
complete Side Lathe, and at the last Franklin Inst- 
tute Fair, were awarded a Premium for the sup:rior- 
ity both of construction and design of the same. 

W. A. BARRETT, Agent, 
75 State Street, Bosto . 


"LANTERNS. 
RAILROAD, 






LOCOMOTIVE, 


CAR, HAND, 


= 


WILLIAM PORTER, 
258 Water street, 
(Cor. of Peck Slip,) New York. 
W. W. Tavuiman, Agent, 








To Railroad Companies. 


TT Undersigned is prepared to negotiate with 
Railroad Companies for the use of the improve- 
ment patented by Henry M. Paine “ for Ventilating 
Railroad Cars, and excluding dust, cinders, sparks, 
etc., from the same.” Among the many advantages 
resulting from the use of this improvement may be 
named the following :—the entrance of dust, cinders, 
etc., is effectually prevented ; it provides free and per- 
fect ventilation without unpleasant draughts; its use 
preserves the interior fillings of the cars; securcs the 
safety of passengers from injury, etc., etc. 

The free use of this improvement upon one car is 
tendered to each railroad company disposed to try its 
merits; provided application be made to the R. C. V. 
Co., who will guarantee the free use of the same, un- 
der seal of the company, for the full time agreed upon 
in testing its value. 

The R. C. V. Co. will sell rights under this patent 
to none but Railroad Companies, who can contract 
with any party they may choose to employ in placing 
the improvement upon their cars. Perfect models of 
the improvement, full size, to be seen at the Office of 
the Company. Pamphlets setting forth full particu- 
lars will be sent to any party sen ing for them. 

H, J. HALL 


Gen’l Agent R. R. Car Ventilating Co., 
tf 146 Broadway, (up stairs.) 








Ff TH 
Lawrenceburgh. and Upper 
Mississippi Railroad Co. 


THIS COMPANY OFFERS FOR SALE 
FIVE HUNDRED THOUSAND DOLLARS oi 
their seven per cent. First Mortgage Bonds, with 
Interest Coupons annexed. 

These bonds are in sums of $1000 each, payable 
ist March, 1866, with interest on the Ist days of 
March and September, at the office of the Ohio In- 
surance Life and Trust Company in the city ol 
New York, where the principal is always payable. 
They are convertible into the stock of the Compa- 
ny at par, at any time within five years from their 
date, and are secured by a first mortgage on the en- 


tire road, its franchises and equipments, by deed of | @ 


trust to George S. Coe, of the city of New York.— 
This being the first and only Jien upon the road, 
and this being the entire sum authorized to be is- 
sued by the mortgage. 

The road extends from the road to run from Cin- 
cinnati to St. Louis, at Lawrenceburgh to Indian- 
apolis, the Capitol of the State of Indiana, a dis- 
tance of 903 miles, and will, when completed, w:th 
the twenty miles of the road aforesaid, between 
Lawrenceburgh and Cincinnati, form the nearest 
and most direct line from Indianapolis to Cincin- 
nati. 

It passes through several important towns and 
over a most fertile and well improved country, and 
by means of railroad connections made and making 
at Shelbyville and Indianapolis, this line will be 
placed in eommunication with fully one half of In- 
diana, forming the best, and for much of the coun- 
try, the only avenue of travel and trade to Cincin- 
nati. 

Seven railroads are made or making to Indian- 
apolis, the most of which will be important feeders 
to this Cinvinnati road—three railroads are made 
to Shelbyville, the business of which must natural- 
ly seek an outlet over this road. 

The entire line is under contract, about 20 miles 





‘SALE OF MORTGAGE BONDS. | 
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r cent of the purchase money to be paid 
monthly instalments of 15 per cent each. The ta- 
kers of the bonds to be at liberty to pay at any time 


in full. Interest on the bonds to run from date of 
pay ments, 


The above $500,000 bonds will be sold absolute- 
ly to the highest bidder. 
_ Pamphlets and Maps, and any further informa- 
tion relating to these securities, can be had by ap- 
plication to 


DE LAUNAY, ISELIN & CLARKE, 
63 Wall st. 


Great Western Railroad, 
CANADA WEST. 


wae Mmeccoce. @22cc 





M., WEDNESDAY, May 26th, for furnishing the 
following CARS for the Great Western Railroad 
Company, to wit :— 
25 Eight Wheel Passenger Cars, 
4 Eight Wheel Express and Mail Cars, 
8 Eight Wheel Baggage Cars, 
20 Eight Wheel Emigrant Cars, 
100 Eight Wheel Platform Cars, 
150 Eight Wheel House Freight Cars, 
100 Four Wheel Gravel Cars, 
25 Four Wheel Repair Cars, 
15 Hand Cars. 


The above Cars are to be manufactured in the 
City of Hamutton, in buildings erected for the pur- 
pose, by the Railroad Company, and are to be com- 
pleted - before the First day of July, 1853. A 
portion of the same are to be complet 
day of October, 1852. arts oe 
_ Plans and Specifications will be ready for exam- 
ination on and afier the Eighteenth day of May 
next. Plans of the buildings can be seen at the 
Office.of the Engineer. 


The Contractor will be required to rent the build- 





is now ready for the iron—the grade will be pre- 
pared to receive the superstructure as far as Shel- 
byville, 63 miles, this tall, which place is already 
connected by railroad with Indianapolis, and the 
contracts for the road complete to Indianapolis ex- 
pire on the 1st October, 1853. 

The rails for the entire line, 9,200 tons, are pur- 
chased, 1200 tons are on the line, and are now be- 
ing laid down; 1000 tons will be forwarded from 
this port immediately; 4,200 tons are ready for 
shipment in Wales, and the residue is to be deliv- 
ered in New Orleans next winter. 

The total cost, with rolling stock and equip- 
ments, ready for business, is $1,250,000 ; $800,000 
of stock has been subscribed and the largest por- 
tion of it paid in and expended. This mortgage 
provides for only $500,000, and is the only one in- 
tended to be given, as with it the means of the 
Company are ample for the entire work, and the 
lien thus created only amounts to $5,500 per mile. 

Indiana is now the fifth State in the Union, and 
is fast advancing in wealth and population. Indi- 
anapolis, her seat of government, is likely to be the 
largest inland city in the west. There is being 
concentrated at it a net work of railroads, which, 
with connections, will penetrate every part of the 
State. It must be evident that the road which shall 
form the nearest and best connection with this sys- 
tem of public works, and Cincinnati, the great Em- 
porium of the West, must become an important 
trunk line, and-amply repay the expenditure upon 
its construction. 

In addition to the mortgage the directors and 
principal stockholders of this road have deposited 
with the Trustee their personal guarantee to the 
holders of these bonds for the punctual payment 
of the interest thereon until the road is completed. 
Proper certificates and references are given, show- 
ing the entire ability of those parties to fulfil their 
engagements. 

ealed Proposals for any amount of these bonds, 
not less than $1,000, will be received until Satur- 
day, the 22d of May next, at 3 o’clock P. M. Pro- 
posals to be directed to Messrs. DE LAUNAY, 
ISELIN & CLARKE, No, 63 Wallstreet, and en- 
dorsed ‘‘ Proposals for Lawrenceburgh and Upper 





Mississippi Railroad Bonds,” 


vantageous terms, 


ings of the Company, and to furnish all of the re- 
quisite machinery, except the Engine and main 
line of shatting, which wll be provided and put 
a a the company. 

nformation will be furnishe i i 
wishing to tender. etd er lease: 

The gauge of the road will be five feet six inches. 
_ The Directo-s reserve the right to accept or re- 
ject tenders, as they may consider for the interest 
of the company. a R. G. BENEDICT, 

ief Engineer, G. W. R. R. 
Office of the Great Western RB. R:, ae 
Hamilton, April 20th, 1952. } 


FILES. 


To Subseriber, Agent for the Manufactu of- 
fers to execute orders for the well aasee tine 
made by J. Martin & Co., and which for many years 
have borne the stamp of “ Vickers,’ These Files are 
made from Naylor g Co’s best steel, and for hardness, 
beauty of cut, and durability are not surpassed by any 
other make. WM. BAILEY LANG, 
3t 18 No. 9 Liberty Square, Bu ston. 


Railroad Iron. 
4 be E undersigned being appointed Agent to Me‘srs. 
Guest & Cu., the proprietors of the Dowlais Iron 
Works, aear Cardiff, South Wales, is duly authorised 
to contract for the sale of G L Rails on the most ad- 
RICHARD MAKIN, 
4 New st., New York. 








April 22, 1852, 


FOR LOCOMOTIVES, 


ADE from the celebrated LOWMOOR IRON, 

bent, welded and blocked to a true circle, can be 

imported through the Subscriber, sole Agent for the 
United States and Canadas. 

These tyres are now running on our principal roads 
in this country, and are sent from the Ccmpany’s 
Works with ONE WEL D, at a cost equal to that here- 
wire er ~ see —_ from two short bars.— 

e superior quality tyres gives them a pref- 
erence, and they now stand without a rival. & 

Orders executed for any quanti 
ness and despatch, WM. BAILE 








No, 9 Liberty Square, 







fteen pe 
on accepting the bids, the remainder in equal 


with ei 
LA ; i AF 
Boston, 


i 
i 
| 


So 


SSE a ea 
ae 














L 


a3 
28 RAL TEI ERE LVR OT ON 


Ses 


net 














a ne ncn es == = 
Day’s Superior Car Springs. 
AILROADS and car builders are respectfully in- 
vited to read the following Ictter from Messrs. 
Whartomand Petsch, of Charleston, S. U., the most 
extensive car builders in the south, as to the euperi- 
ority.of my Springs over those of Ray’s. As this 
opinion of those gentlemen is based upon a test made 
of these Springs on the sime. road side by side, fur- 
ther comment is unnecessary. 
AlLorders promptly filled with an article superior 
to Ray’s at fifty cents a pound. 
ORACE H. DAY, 
23 Courtlandt Street, N. Y. 
March 23, 1352, 


Charleston, 8. C., March 14, 1852. 
Horace H,. Day, New York: 

Dear Sir—An advertisement having appeared in our 
papers for the purpose of ussisting the New England 
Ca: Spring co. to maintain a monoply and injure you 
in the sale of your springs in our section of country, 
we deem it butan act of justice to ourselves, (who 
have been using your springs for some time past in 
our business), to you and to all interested. to state 
facts which have come under our notice as to the dura- 
bility of your springs, in connection with those of 
the New England car spring co. Many of the above 
company’s springs have been in use on one of the 
largest railrcads in our State, and have proved to be 
inferior to yours; in many instances they have burst 
open with the weight of loaded cars, and once with 
the weight of a car unloaded, when on the other hand 
we have never known yours to fail with any weight 
they have been pressed with. 

The above railroad has a number of your springs in 
use, and it was through their foreman of repairs in 
car shop we were induced to try them; he uses no 
other when yours are to be had. We have never 
heard of any freezing in our late cold weather, nor 
are they affected by the heat of our southern sum- 
mers. A consideration of no small magnitude is that 
your springs are 30 per cent cheaper in price, though 
the price would not govern us in our preference were 
mot your springs superior, ! 

Desiring that railroad companies and car manufac- 
turers should not be imposed on by & monopoly to ex- 
tort from them 75 cents per |b. for an article not as 
good as you are selling for 50 cents. ; 

Oblige us by filling our last order at your earliest 
convenience, and wishing you every success, we are, 
very respectfully, yours, 

WHARTON & PETSCH, 
Car Manufacturers, Charlesion, S. C. 


Notice to Contractors. 
ROPOSALS will be received until the 4th of 
May next, at the Office of the Engineer or the 
Company, in Pittsburgh, for the Grading and 
Bridging on eight miles of the Pittsburgh and Steu- 
benville Railroac, from Pittsburgh to Campbells 
run, comprising a tunnel 500 yards long, and some 
heavy sections; and tor such othee work on the 
line as may then be ready for contract. Informa- 
tion respecting the work may be obtained at this 
office, or from W. M. Roberts, Consulting Engi- 

neer, Marion, Ohio. 
By order of the es 





. MITCHELL, Jr., 
Chief Engineer, 
Engineer’s Office, Pittsburgh, ; 


March 22, 1852, 





Railroad Commission Agency. 


HE Subscriber offers his services to Railroad Co’s 
and Car Makers for the purchase of equipment 
and farniture of roads and depots and all articles and 
materials required in the construction.of cars, with 
cash orapproved credit. No e'‘fort will be spared to 
select the best articles at the lowest market price. 
He is sole Agent for the manufacture of the EN- 
AMELED CAR.LININGS, now in universal use. 
‘The best Artiste are employed in designing new styles, 
and he. will. make to order pieces with appropriate de- 
r every part of the car, in all colors, or with 
vet grounds and bronzed or velvet figures. 
e 


al ‘gent for Page’s Car Window Sash Fas- 
m.. eee pestered P all who have used it to 
any other. CHARLES STODDER, 


75 Kilby st., Boston. 
June 20, 1851. 3m. 


Boiler Plates and Axles, 
Re eer i rastukduters pricse by 
fe , ‘acturer 
Tor Ae oe BAILEY LANG, 
No. 9 Liberty Square, Boston, 





Jan, 22, 1852, 











Rubber Springs. 

HE New Enaeod Car Spring Co. have just re- 

ceived the following letter from Mr. Bird, of the 
nighly respectable firm of Bird & Weld, of Trenton, 
N. J., which they are induced to publish, as it some- 
what exposes the very transvarent affidavit of Mr. 
Israel Tucker, lately published by Mr. Day : 

Trenton, March 10, 1852. 

F. M. Ray, Esq.: 

Dear Sir—My attention has lately been called to the 
affidavit of Israel Tucker, lately published in the Tren- 
ton papers, in which he swears that you made H. H. 
Day, through him, sundry large offers to compromise 
the law suits now pending between Mr. Day and 
Charles Goodyear. I must say that | think there is 
some mistake on the part of Mr. Tucker, for the rea- 
son that Mr. Day has several times requested me to 
use n.y influence with the rubber manufacturers to 
buy him out of the business, and | have as frequently 
tried to induce those parties to buy lim out, but have 
alwa* s failed—not one of them being willing to pay 
Mr. Day one cent to relinquish the business. The 
last time Mr. Day applied to me tor this purpose was 
just befo.e the patent suit between him and Mr. 
Goodyear was expected to be tried in Boston. We 
met on board the steam beat b.tween Newark and 
New York, on the day the bridge over the Hacken- 
sack river was burned. In that conversation he was 
very particular tu ask me to see the parties and say to 
them that he would be very glad te sell out his whole 
interestin the rubber business, including all his ma- 
chinery, and all his patents, and his business stand in 
New York; would give bonds to leave the business 
and not go into it again, and wauld allow a judgment 
to be taken out against him, so that an injuaction 
could at any time be taken to stop him or any other 
person who should attempt to infringe upon the pa- 
tents, and would also ugree that all his counsel should 
become the counsel for the other parties. 1 immedi- 
ately called upon vourself, Mr. Charles Ely, Mr. 
William Judsun, Mr. John Greacen, Junior, Mr. 
R. Ford, and Mr. Candee, and tried very hard 
to bring about a settlement. 1 first called upon you, 
and afterwards upon the others, and got but one an- 
swer from all the parties, that “they would not pay 
Mr. Day one cent to leave the business to-morrow ; if 
the patents were good they meant to sustain them, if 
not, the sooner they went down the better.” Your 
answer was instantly given, “ ‘hal you would not have 
anything whatever to do with any compromise with 
Mr. Day upon any terms whatever.’ Itis for these 


reasons that I think Mr. Tucker was mistaken in his} ~ 


affidavit that you made him large offers to settle this 
matter, in order that you and your associates might 
have a monopoly in the business. 
In haste, yours truly, 
J.W. BIRD. 
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Olcott & Brother, 

NVENTORS and Manufacturers of the celebrated 
Locomotive Lamps, to whom was awarded the 
FIRST premiums by the American Institute, and al- 
so at the State Fair held at Rochester, N.Y.. in 1851. 
These L»mps are in general use throughout the Unit- 
ed States, We are now prepared to furnish Lamps 
ef every description used on Railroads, and a better 
article than any other establishment in the United 

States. A. R, GILLMORE, Agent, 

35 Canal st., New York. 
OLCOTT & BROTHER, Rochester, N. Y. 


To Telegraph Companies. 


TELEGRAPH WIRE. 
RDERS taken for all numbers of best quality of 
English Telegraph Wire. Samples at the office 
of the Subscribers. JRE, CARMER & CO., 
6m*14 75 Broad st., New York. 


M. B. Howson, Civil Engineer, 


Open to a New Engagem 
OP Memphis, Teas 






















ceipt of testimonials of the quality. of their 
Springs from sources which can be relied on. /The 
following is from Mr. G, W. Whistler, Jr., Supt. 
New York and New Haven railroad: 
New York and New Haven Railroad, 
Supt’s. Office, New Haven, March 12, 1852. 
To Mr. F. M. Ray, 104 Broadway, N. Y.: 

In answer to your letter of yesterday, I would say, 
that we have used your India Rubber Springs, under 
our care, with great success. We have had an oppor- 
tunity of trying other India Rubber Springs in large 
quantities, but have never found them to equal. your 
Springs. 

Very respectf ally, Your obedient servant, 

[Signed] GEO. W. WHISTLER, Jr., Supt, 


The following is from “Wm. Ettinger & Co., of 


Richmond, Va, : 
Richmond, March 13, 1852. 
F. M. Ray, Esq. : 

Dear Sir :—In reply to yours of the 11th.inst. we 
take pleasure in stating that we have during the past 
18 months applied your Springs both for bearing and 
buffer Springs, to some 65 freight and passenger cars, 
and have found them to give the utmost satisfaction 
to the companies on whose roads they have been 
placed, and we shall continue to use them in prefer- 
ence to any others which we have seen. 

Yours respectfully, 
WM. ETTINGER & CO, 


EHupson River R.R. Orrice, 68 WarEEN St. 
New York, March 5, 1852. 
F. M. Ray, Ese. 


Dear Sir: Since my connection with this road, 
[ have watched with much interest the matter of 
Rabber Springs for railroad cars. 1 have no hesi- 
tation in saying that your Spring is incomparably 
the best article which I have seen or used, [ have 
tried others and found them to fail under pressure, 
or to freeze in cold weather and become worse than 
useless. I should prefer using yours at couble 
their cost, to employing any other rubber spring 
which has fallen under my notice. Your Springs 
possess the rare quality of preserving their elas- 
ticity at all temperatures, 

Yours, ete. Outver H. Lee, 

Late Sup’t Hudson River Railroad. 


Rubber Springs. 

O RAILROAD COMPANIES, CAR BUILD- 

ERS AND OTHERS.—In an advertisementin 
the last Railroad Journal, Mr. Day endeavors to en- 
lust the sympathies of the consumers of India-rubber 
Springsin his favor, by endeavoring to persuade them 
that he is their champion against monopoly, forget- 
ting, I presume, that he has on more than one occa- 
sion offered to compromise with me, and using, asan 
argument, that in such case I could obtain the entire 
monopoly of the business, and sell the Springs at any 
psice, which I declined todo—relying upon my rights 
and the superiority of my Springs. 

Mr. Day has for months past been trumpeting to 
the world the fabricated statement that the American 
Institute in October last, awarded to him the first 
premium for the best { ndia rubber Car Spring. The 
premium for the best India-rubber Spring with the di- 
ploma was awarded to myself. Mr. Day now turns 
upon the American Institute and insinuates that that 
body has been guilty of foul play. I call the atten- 
tion of the public both to Mr. Day’s attempted de- 
ception, and to the mode in whicl. he now tries to 
get out of the scrape when convicted of it, by im- 
peaching the character of the American Institute, the 
very umpire selected be himself, 

Netther Day nor Fuller have a shadow of a right to 
the patent for an India-rubber Spring, nor to the com- 
position of which it is made; and all Railroad com- 
pantes and responsible parties, infringin = rignts, 

which are now vested in the New Eng and Car 
pring Company,) will be ee ae 
F. M. RAY, 104 Broadway, 
New York. 


Railroad Iron. 
1 6 50 Tons, weighing about 61 Ibs, per yard, 40 








ae aes wei ing. aie 52 Ibs. og yard, _ 
25 tons, weighing akout Ss. of the lat- 
etaers rail, for sale by 


est and most approved patterns of T rail, 
BOORMAN, JOHNSTON & CO, 
119 Greenwich street, 
New York, Aug. 26, 1850. 
N.B.—B J. & Co are also. prepared to take con- 
in any of the Atlan 





tracts for Hbgtie delive 
tic ports @ the United States, 


= ° ; 
he New England Car Spring Co. aré in the, re- 
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“: |S (DRAPER; Avuctionerr. 
PEREMPTORY SALE OF 


FIRST MORTGAGE BONDS 


OF THE 
Buffalo Corning and New 
York Railroad Co. 


This company will offer for sale through Simeon 
Draper, on the 13th day of May next, at 12 o’clock, 
at the Merchants’ Exchange, in the city of New 
York, $400,000 of their first mortgage bunds, pay- 
able in 1867, with seven per cent. interest payable 
— at the “ Bank of Commerce in New 

fork.” 

These bonds are a part of one million, authorised 
to be issued fur the purpose ot completing their 
road, and are secured by a first mortgage on the 
entire road and iis franchises, by deed of trust to 
John A, Stevens, James S. T. Stranahan, and John 
A. C. Gray, as trustees, and are convertible into 
the stock of the company at par at any time within 
five years from their date. 

The road extends from Corning on the New York 
and Erie railroad, to the city of Buffalo, a distance 
of 134 29-100 miles, and will, when completed, 
form, in connection with the New York and Erie 
railroad, one of the most important and direct 
thoroughfares between the cities of New York and 
Buffalo and the far West, and will connect at Cor- 
ning with the Corning and Blosburgh railroad, 
now being relaid with T rail, which extends tu the 
rich iron, coal and lumber regions of Pennsylva- 
nia. 


On diverging from the New York and Erie rail- . 


road, this road passes up the rich and fertile valley 
of the Conhocton river to neur its-source, at the 
northerly line of Steuben county, a distance of 
about forty-five miles, passing through the village 
of Cooper’s Plains, Campbell, Savona, Bath, Ken- 
nedyville, Avoca, Liberty Corners, Conhocton and 
Wayland, thence through Springwater, Conesus, 
Livonia, Avon, [where it crosses the Genesee 
river;}and Caledonia, in Livingston county, and 
through Le Roy and Stafford to Batavia, in Gen- 
esee county. This part of the line, for nearly its 
whole length, passes through one of the richest and 
most productive portions of our state. 

From Batavia the line of the road passes west- 
erly in nearly a straight line, to the city of Buffalo. 

The cars are now running on 25 miles of the road 
west from Corning, and it is expected to have the 
rails laid by the 30th instant for twenty miles fur- 
ther, when the cars will run 45 miles. The road 
is under contract to Batavia, and itis Gesigned that 
the cars will be running over the whole road in all 
of the present year. 

The mortgage provides that only $400,000 of 
bonds can now be issued, and the balance as con- 
secutive portions of the road are completed. When 
the whole of said bonds shall be issued, the amount 
of incumbrance on said road will be something 
less than $7,500 per mile. The amount of the first 
issue, $405,000, will constitute an incumbrance 
equal to $7,150 per mile, upon the fifty-six miles 
of the road which are now nearly completed, being 
less than the value of the iron and land. 

By this arrangement it is believed that the bond- 
holders will be made secure beyond a possibility of 
doubt, the property of the company being at all 
limes amply sufficient to indemnify them against 
any loss. 

The following gentlemen compose the board of 
directurs of the company :— 

Joun Maaee, Bath. James S. WapswortH, 

Constant Cook, Bath. Geneseo. 

Orson Puevps, Buffalo. O. Comstock, Avon. 

Tuos. J. Duptey, “ J. A. C. Gray, N. York. 

Wn.J. Minter, ‘“ DD. Curriss, Campbell. 

M. P, Lamson, Le Roy. T. Brown, Caledonia. 

T. Cary, Batavia. 

Anprew B. Dickinson, Hornby. 

Pamphlets, with a map showing the route of the 
road, and containing full particulars, with a copy 
ot the mortgage and bonds, may be had on applica- 
tion to either of the directors, or of 

S. DRAPER, corner of Pine and William sts. 


Measuring Tapes 
O* the best quality for Surveyors and Engineers, 
manufactured by | EDDY & WELLS, 
6m*6 | No, 7 Platt st., New York, 














To Railroad Contractors. 


Licht Soa On) Cy oeeseaaeeae  Ueacaaaaees | egecdacaaa 
ce ee ee er ee ee ee 
Orrice Ittinois Centra R. R. 
New York, March 15, 1#52. 
EALED PROPOSALS will be received at the 
Office of the Chief Engineer, in the city of Chi- 
cago, Illinois, for the Grading, Masonry, Bridging 
and Superstructure, or either of them, with or with 
out materials, on the following Divisions of the 
Hlinois Central Railroad, to wit: 
First Division, from Cairo to Big Muddy 
TEAVOS b 0.09 cc secewes 60 miles. 
Big Muddy River 
to Township No. 
1, north of the base 
line of the 3d prin- 
cipal meridian...53  “ 





Second “ “ 


Sixth ” “ Bloomington to the 
Illinois River....60 “ 
Eighth “ * from Freeportto Du- 
DUGQE. 02 peceees ae .? 
Ninth * ** Chicago to Kanka- 
kee river .... 0.0. en 
Tenth - “ Kankakee river to 
Urbana... ..e-. ee 


The proposals must be for the entire length of 
each Division and will be received at the Office in 
Chicago, as follows: 

For the ninth and tenth Divisions, until Apri) 
15th, 1852, at noon. 

For the sixth Division, until April 22d, 1852, at 


oon. 
For the eighth Division, until April 29th, 1852, 
at noon. 

For the first and second divisions, until May 
27th, 1852, at noon. i 

Profiles, Plans and approximate Estimates o 
quantities will be ready for inspection, and blank 
torms for proposals and statements of the mode and 
terms of payment will be furnished at the office, 
over the New York and New Haven railroad pas- 
senger station, No. 33 Canal Street, New York ci 
ty, and at the office of the Chief Engineer in Chi- 
cago, Illinois, on and after March 25th, 1852. The 
same, so far as relates to the first and second Divi- 
sions, may also be found at Jonesboro’, Union Co., 
[llinois—to the sixth division at Lasalie, Lasalle 
County, Illinois~and to the eighth Division, at 
Freeport, Stephenson County, Illinois. 

Separate proposals will also be received at Chi- 
cago, until the 27th of May, for furnishing Ties, 
Plank, Bridge Timber and Piles, for the whole or 
any part of the road. 

Specifications may be obtained on and after the 
Ist of April, 1852, by application at the office of the 
Chief Engineer, in Chicago. 

Satisfactory references will in all cases be re- 
quired. R. B. MA 


Engineer in Chief Illinois Central R. R. 
To Contractors. 
Tay ¥965 (ete | Capaauaaige feeaa | (ieaatercaeeae 


ROPOSALS for the construction of the Syra- 

cuse and Binghamton Railroad complete, in 
conformity to a plan and specification which may 
be seen at the Office of the Engiveer, in Syracuse, 
on and after May 5th, will be received at the Office 
of the Secretary, in Syracuse, until the 15th day of 
May next. Payment for the work to be made in 
cash, and the stock and bonds of the Company.— 
Proposals to specify the proportion of each, and 
may be made for the whole ora portion of the work. 

A. H. HOVEY, Secretary. 
Syracuse, April 15, 1852. 


{ema Railroad Spikes. 


HE Subscribers are prepared to take contracts for 
Railroad Spikes of any pattern desired. 

These Spikes are of our own manufacture, and have 
been extensively used and approved by various Rail- 
road Companies. 

They are manufactured from the best quality refia- 
ve iron, and are considered superior to any in the mar- 

et. 














We have constantly on hand a large assortment of 
the different sizes : and all orders addressed to ua will 
meet with ready and pranet attention, 


ACHER & SEARS, 
Boston, April 20, 1852, "> 


India-Rubber Car Spi 

4 > following letter has been received by the New 

England Car Spring Cane from one of the 

largest and most respectable Car Builders in Phila- 

delphia, to which the attention of Railroad Compa- 

nies, Car Builders, and others, interested in the use 
of India-rubber Car Springs, is direc’ed :— 


PurapeEpnia, Jan, 28, 1852. 


Car Spring Company. Dear Sir:—Having seen an 
advertisement in the Railroad Journal, of a Premium 
India-rubber Car Spring, made by H. H. Day of your 
city, we ordered some of them for the purpose of 
giving them a trial; but during the last severe cold 
weather we found some of them that were exposed 
to the cold, frozen completely stiff, and solid, their 
elasticity being entirely destroyed. And fearing to 
use springs affected by any extremes of cold or feat 
of the atmosphere, we shall have to return them, and 
depend upon you for springs as heretofore, believing 
yours to be the only reliable India-rubber Springs, 
under all circumstances, and in all states of the at- 
mosphere, that have yet come under our notice.— 
Having used many hundreds of your springs during: 
the three years last past, we have never known one 
of them to fail. And as we are determined to use 
none but the best material of every description in our 
business, you will oblige us by filling our orders. for 
springs as soon as possible. Very respectfully, 
Signed. KIMBALL & GORTON. 


Our object in publishing the above is to prevent any 


tising to supply cheap India-rubber Springs. 
NEW ENGLAND CAR SPRING CO., 
104 Broadway. 


To Inventors. 

$3,000 Rewarpv — To Mecuanicat INVENTORS 
anp Orners.—In view of the many accidents oc- 
curring on Railroads, and with a desire to promote 
the safety and comfort of railway passengers, the 
undersigned proposes to offer for competition the 
following premiums: 

$1,500 for the best invention for preventing Joss 


of life from collisions, and from the breaking ot 
axles and wheels. 


$800 for the best method of excluding dust from 
cars when in motion. 

$400 for the best railroad brake. 

$300 for the best sleeping or night seat for rail. 
road cars. 

The premiums will be open for competition, trom 
this date until the next annual Fair of the Ameri- 
can Institute, where they are expected to be on ex~ 
hibition: and no invention already introduced to 
the public will be entitled to compete for the prizes. 
{t must be understood that these inventions are te 
be such as can be adopted and put into genera) use, 
‘he inventors in all.cases retaining their right to 
patents. ‘ 

The above will be left to the decision of compe~ 
‘ent judges, appointed by a Cummittee of the Amer- 
ican Institute, to whom all applications on the sub- 
ject must be addressed, F. M. RAY. 

New York, January 1, 1852, 


LOCOMOTIVE TIRES, 
FOR SALE BY 
GFORGE GARDNER & CO., 
No. 5 Liberty Square, Boston. 


Lithographic Printing, 
169 Chestnut St., Philade 
rs A. BRETT & CQ. 
rawings of Landscapes, © widi i 
Omnaments Portraits... p.inted paand in ealoes 
Title pages, embygged jabels, maps, cards, bill he 


as well as transfers from steel 
in superior style and COM. SFA 


Freight Cars. 
5O Eight Wheeled platform cars made !n the most 














of construction India-rubber For to. 
ESSEX ager om 





be delivered immediately, 
La ‘ 
March 23 tf. GORDON re se, 





F. M. Ray, Esq., President of the New England 


of our other customers being misled by parties adver- 


thorough manner of the best ae eee 


| 
i 



















ene ders and Rail- 
) ompanies. 

The occupation of my time for some weeks past, in 
taking testimony to defend my rights, and the rights 
of the public against the ‘‘ Combination,” who are 

to establish a monopoly, that they may extort 
r own prices for springs and other rubber gouds, 
has prevented my noticing before two advertisements 
of F, M Ray and associates, stating that some of my 
springs froze, but which they have never returned, or 
toved to have been frozen, and the other denying thai 
obtained the premium of the American Institute, in 
October last, for the best car spring. 

As an offset to that clumsy and transparent device, 
I submit the following, from Messrs. Lippincott & 
Miner, extensive Car Builders, of Mauch Chunk, Pa., 
one of my customers, who procured from me at the 
same time, and out of the same lot that Kimball & 
Gorton’s were sent, six HUNDRED sPRiNGs and used 
them in the coldest sections of that State. This 1 
consider a sufficient answer to that manufactured 
certificate to break down individual energy and en- 
terprise, and build up a vast monopoly. 

Mauch Chunk, Carbon Co., Pa., 


Feb. 20, 1852. 
Mr. H.H. Day: 

Dear Sir—We have been using your make of Rub- 
ber Springs under the coul cars that we have been 
making this winter, and are satisfied that they are the 
BEST ARTICLES of the kind we have ever scen, and 
take pleasure in recommending them to those build- 
ing railroad cars. 


Yours res ey, 
LIPPI COTT & MINER.” 

The fact that I am selling for fifty cents as good, if 
not better, springs, than the combination are charging 
seventy-five cents for, and that I now own the only 
original and genuine patent, will sufficiently expla‘n 
to the Railroad public why they are resorting to such 
despicable means to prevent my Springs being tested, 

their reputation established upon the different 
roads, I guarantee my Springs to stand all varieties 
of climate in the United States, and to wear as long 
as any other Rubber Spring in use on any of the roads 
in the Union, 

I repeat to the public, that in October last, the Am- 
erican Institute awarded me the Premium for the best 
Car Spring after a fair test between mine and Ray’s. 
By reference to the awards published by the Institute 
itself at that time, upon its own records, and in the 
papers in this city, this fact is established beyond 
dispute. By what process of legerdemain the New 
England Car Company may have procured the cer- 
tifiea‘e they have published, I neither know or care. 
The difference is this, my award was made to me at 
the time, and in the same public manner, all other 
awards of the American Institute were made and pub- 
jished under their own direction. The award of the 
New England Car Company, if any such exist, must 
have been procured withina few days pist, in a man- 
ner and by means, that to say the least of it, surrounds 
it with suspicion and distrust. 

HORACE H. DAY, 
No, 23 Courtlandt street, N. Y. 
Spikes, Spikes, Spikes. 
NY person wishing a simple and eXective Spike 
Machine ,or a number of them, may be supplied 


by addressing J. W. FLACK, Troy, N. Y 
or, MOORE HARDAWAY, Richmond, Va. 
March 6. 1850. 





To Car Builders and Rail- 


road Companies. 

HM subscriber is now part owner of “ Fuller's 
Patent India Rubber Car Springs,” and cautions 
all persons interested of his determination to maintain 
his rights under this patent. Fuller's patent is the 
original, first, and only genuine patent. Extensive 
arrangements are made to supply the springs to car 
buliders, railroad companies, and all who require the 

use of this patent. : 
The price is fixed at 50 cents per pound, including 

the privilege to use the patent. 

The American Institute have just awarded the ad- 
vertiser the first preiim for best India rubber car 


8 5 
co from any part of the United States, giving 
the exact size of the pieces of rubber required, will be 
promptly executed. 
No other person has authority to make or vend the 
India rubber car springs, which operate by compres- 


sion of the rubber. 
HORACE H. DAY, 
Oldest manufacturer of India rubber now in the busi- 
riess in the United States, and owner of nineteen 
India rubber gi Warehouse 23 Courtlandt 
New York. 





CAUTION, 
India-rubber Car Springs. 
AN advertisement beving, lately appeared in the 

public papers, signed H. H. Day, claiming to 
have received trom the American Institute, the pre- 
mium for the best India-rubber Car Spring, the sub- 
scribers think it well for the satistaction of their 
friends and those interested, as well as for the pur- 
weer of exposing false statements, to publish the fol- 
owing Diploma, lately awarded to F. M. RAY, the 
inventor of the Spring. The original of which can 
be seen at the office of the company, No. 104 Broad. 
way, New York. 

1pLomA—Awarded by the American Institute to 
F. M. RAY, for the best India rubber Car Spring. 
A Gold Medal having been before awarded. 
Signed, JAMES TALLMADGE, 


Presiaent. 
N. Mere@s, Recording Sec’y. 
ApvontrAm Cuanp er, Cor’g. Sec’y. 
a BS Os 1851. 
few England Car Sprin, 
New Yorke wt 
S. CULBERTSON & Cu., 
12 BROADWAY, NEW YORK. 
D. N. Pickering, 
BOSTON, MASS, 
Proprietors AND MANUFACTURERS OF 


DEVLAN’S PATENT LUBRICA'TING 


OIL, 

Equally applicable to light and heavy Bearings, 
Fast Speeds, etc. 

This Oil, as a Lubricator, possesses the following 

advantages over all other Oils: 

First, It runs machinery with less friction, there- 

by enabling Manufacturers, Steam Ships, Steam- 

boat and Railroad Proprietors to accomplish more 

with the same motive power, and to save their ma- 

chinery from unnecessary wear. 

Second, It produces no Gum upon machinery, 

whereas all other Oils exhibit more or less. On 

machinery which is clean when it is introduced, it 

is warranted to run any length of time withoat 

showing auy indications of gum. 

Third, It will clean off any old gum that may 

have accumulated upon Slides and Journals from 

the use of bad Oils. 

Fourth, As two gallons cf this Oil will last as 
long as three of Sperm, and as it is thirty or forty 
cents a gallon cheaper, the consumer saves, by us- 
ing it, at least fifty per cent. in cost. 

PRICE $1.00 PER GALLON. 

It is now in use on the Baltimore & Ohio, Balti- 
more & Philadelphia, Susquehanna, Pennsylvania 
Central, Reading, New London, Willimantic & 
Palmer Railroads. Also, on numerous Steamers, 
and in various Manufactories. 


Co., No. 104 Broadway, 
7tf. 





Reading, Pa., July 12, 1850. 
Mr. P.S. Devuan, Patentee 

of the Improved Lubricating Compound : 
Dear Sir,—In answer to your favor of the 11th 
inst., asking our opinion of your Oil, I would reply: 
We have had your Patent Oil in use upon the 
Reading Railroad for some five months past, during 
which time we have used it on our locomotive cars 
and stationary machinery of every description to 
the amount of twelve thousand gallons. It has an- 
swered the purpose to our entire satisfaction, prov- 
ing equal tothe best Sperm Oil, in both lubricating 
and lasting qualities, and securing to us an econo- 
my in its use of Forty per cent. compared with the 
best Sperm Oil, It does not “gum” nor “choke,” 
runs and feeds freely, and is as pure and clean, and 
free from sediment or deposit as the best Sperm Oi). 
We are at present using it everywhere on the road. 

Yours, very respectfully, G. A. NICOLLS, 
Engineer, etc., Reading Railroad. 


Allaire Works, New York, June 23, 1851. 
We are using Devlan’s Patent Lubricating Oil 

upon all our machinery, both light and heavy, and 
find it better than any cther. It is a most perfect 
lubricator, keeping the machinery clear and the 
journals cool. e have no doubt that it must come 
into general use in Manufactories and upon Steam 
ships and Railroads, as it is worth more, gallon for 
wo ode than the best Sperm Oil, and is some 40 per 
cent. cheaper. 

E. WINSHIP, Foreman Al’re Works, 


J, BREASTED, Manager Al’re Works, 





1 









Steamship Southerner, New York, May 1, 1861. 
Sirs,~1 am using your Oil, exclusively, on the 
steamship Southerner, and consider it superior in 
every respect to any Oill have ever used. I have 
had no heating of journals since I have been using 
it. l consume not more than two-thirds the quan- 
lity that Ido of other Oils, and my machinery runs 
cleaner and with less friction than it ever run be- 
fore. Lintend using no other Oil in future, and 
cheerfully recommend it to others as the cheapest 
and best Machinery Oil they can buy. 

HENRY FARMER, 
Chief Engineer Steamship Southerner, 


Philadelphia, April 4, 1849, 
Mr. P.S. Devan: 

Sir,—The Patent Oil you sent me to try, and 
which you design as a substitute for Sperm, has, I 
am happy to say, more than realized my expecta- 
tions. I first had it fully tested on a locomotive en- 
gine for two days, by a skillful engineer, who as- 
sures me that it works equal to the best sperm il, 
with a saving in quantity of at least Fifty per cent. 
This saving ,together with the greatly reduced price, 
at which you inform me you can furnish the arti- 
cle, recoramends its use on Railroads, Mills and 
Factories, where large quantities of Oil are used. 
[ have no doubt of its entire success, and under that 
impression tender you my sincere congratulations, 

Truly yours; WILLIAM ENGLISH, 
Sup’t Columbia Railroad. 


Philadelphia, Nov. 12, 1850. 

I certify that Devlan’s Patent Lubricating Com- 
pound, has been thoroughly tested upon the Phila- 
delphia & Reading Railroad, and all its locomotive 
engines, cars, and stationary machinery, and that 
the reports of the same have been most favorable 
and y-ansony 9g ahowing it to be fully equal to the 
best Sperm Oil in its lubricating and lasting qual- 
ities, JOHN TUCKER, 

President Phila. & Reading Railroad Co, 
Zine Paint. 
HE NEW JERSEY ZINC COMPANY hav- 
ing enlarged their works are prepared to offer 
their valuable Zinc Paints at greatly reduced prices, 

Their White Paints which are now sold at for No. 
1, 9 cents, for No. 2, 8 cents, and for No. 3, 7 cents, 
are much cheaper than any preparations of white 
lead, as they cover from 40 to 50 per cent more sur- 
face. These paints do not change color when expos- 
ed to bilge water, coal gas or sulphurous vapors; and 
as they dry much harder, are more easily kept clean 
than other paints. 

The Brown and Black Zinc Paints are peculiarly 
adapted to all kinds of iron works. Being oxide of 
zinc, they galvanize the iron and preserve it more 
eifectually than any other covering, These are sold 
at 54 cents, at which price they are the cheapest 
paints for outside work, such as depots, station hous- 
es, machine shops, bridges, etc. 

These paints dry rapidly, forming very hard sur- 
faces, which resist the action of the weather much 
longerand are more nearly Fire Proof than any oth- 


er paints 
MANNING & SQUIER. Agents, 
Warehouse No. 45 or street, 
Feb. 14. ew York. 


RAILROAD CAR 
AND COACH TRIMMINGS. 
Doremus & Nixon 
IMPORTERS AND FURNISH 


HAVE FOR SALE 
Garnet Plush. ies Garnet Plush 
; ‘ 
‘ 












RS 


Plain (elegant pat. 


Crimson ‘ Crimson 
ce ti ‘ 


ec “ 
BROCATELLES. 
Crimson Silk Brocatelles. 
Gold and Blue‘ rown 
Silkand Wool =‘ of every color. 
MOQUETTS, 
Of logan designs and colors. 
GERMAN CLOTH FOR CAR LININGS. 

The most beautiful goods ever shown in this coun- 

try, and the subscribers.are the'sole agents for the sale 


of them. 
Oil cloths Enamelled with Gold. ) These goods can be 
“ 6 furnished in an 


Silver. 
Do. Silver ground velvet — dimensions req'd. 
CURLED HA | 


Elegant. 


do, 


Gold and Maroon 
‘ce B 


R 
Of every 


descri nd quality. 
New York, 13600 


lyl6 











